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FRIDAY, SEPTEMBER 10. 





September Meeting of the Joint Executive Com- 
mittee. 








A brief abstract of the proceedings of this meeting was 
published last week. 
The proceedings were introduced by the following address 
by the Chairman : 
MR. ALBERT FINK’S ADDRESS. 


It has been three months since the last meeting of the Joint 
Executive Committee took place. While there is no very 
important business at present to be transacted by the com- 
mittee, it was thought best to have a conference to dispose 
of such business as has accumulated during the recess. 

As usual, quite a number of changes in classification have 
been suggested, which have been referred to the Classifica- 
tion Committee, who will submit their report. 

While the committee has good reason to be satisfied with 
the general results obtained during this summer, as regards 
the better maintenance of rates, and the consequent increase 
of earnings, I regret to have to report that lately some 
irregularities in the maintenance of tariff rates have taken 
place ; this has been the case especially on export business 
and live stock to Boston and New England. Finding that 
the trunk lines had become parties to these transactions, and 
believing the maintenance of tariff rates to be impossible un- 
less the trunk lines, as a unit, not only observe the tariff 
themselves, but enforce it alike upon all their connections, I 
thought it best to refer the difficulties that have arisen first 
to the presidents of the trunk lines, with a view of having 
them apply the correction. The presidents held a meeting 
on Jast Friday, in which they agreed to put an immediate 
stop to the irregularities, and to co-operate hereafter in good 
faith with each other in maintaining the established tariffs. 

In order to secure more effectively the co-operation of the 

, Grand Trunk Railway, so necessary to the carrying out of 
any agreements, the presidents have invited that company 
to become a member of the Trunk Line Executive Com- 
mittee. This committee, as you are aware, is also acting as 
the Standing Committee of the Joint Executive Committee, 
and by this action the Grand Trunk Railway becomes a 
member of your Standing Committee. Without absolute 
reliance upon the co-operation of the trunk lines, including 
the Grand Trunk, in all matters relating to the maintenance 
of tariffs and carrying out of existing agreements, it would 
be entirely useless to make any further effort at carrying 
out the object and plan of the Joint Executive Committee. 

A meeting was held yesterday between the traffic mana- 
gers of the trunk lines and some of the connections princi- 
pally interested in the Boston export aad live stock traffic, 
and such action was taken as it is believed will shortly re- 
move existing difficulties and lead to an immediate restora- 
tion of tariff rates. 

The surest method, however, of maintaining tariff rates 
will be found in the perfection of the system of dividing the 
traffic between competing lines. By securing to each com- 
pany a reasonable share of the traffic, at full rates, all 
motive for violating the established tariff should be re- 
moved, 

The further extension of this system to all principal points 
in the West, and the perfection of it at the points where it 
has already been introduced, is, therefore, of the greatest 
importance. 

What has been done so far in regard to the east-bound 
traffic is merely a crude beginning. In order to make the 
division of traffic effective, as well as just to all parties, and 
to secure wpe 2 it is necessary to subdivide the traffic 
between the connecting roads of the terminal roads at each 
point of division. 

The fact that the traffic is now divided only between the 
six terminal roads at Chicago does not remove the motive 
for cutting rates between the connecting roads. Take fur 
illustration, the Michigan Central road. Although that 
road cannot get more than 26 per cent., the question how 
much of this shall be carried by each of the three Canadian 
roads is still left open, and there is great inducement to 
each of these roads to cut rates in order to secure a greater 
share of the business. If rates are reduced via the con- 
necting roads of the Michigan Central road, it affects the 
other Chicago roads in the same way as if the Michigan 
Central was a party to it. 

To gain the object in view, the proportion received by the 
Michigan Central must be subdivided between the Canada 
roads and their connections, The same course must be pur- 
sued with the proportion received by the other terminal 
roads. When, then, each of the connections is secured in re- 
ceiving a fair share of the business, and all motive for cut- 
ting rates is removed, the established tariffs may be per- 
manently maintained. This plan was pursued in regard to 
division of west-bound traffic, and to it may be ascri its 
success. I merely desire to call your attention to this sub- 
ject, so that you may take it under consideration, and take 
the initial steps toward perfecting the present system. 

This meeting was called partly for the purpose of settling 
a number of questions that have arisen in carrying out the 
present division at Chicago, St. Louis, Cincinnati, Indian- 
apolis and Louisville. I suggest that the committee of the 
terminal roads at these points meet and take up these 
matters. 

The division of traffic which comes from points west of the 
Mississippi River should also be considered, The Southwest- 
ern Railway Association is in a position to carry out any 
agreement that may be made by the Eastern roads. That 
association suggests the withdrawal of all soliciting agents 
of Eastern roads from the territory west of the river, which 
of course can only be done in case the division of that traffic 
is made, and the necessity for competition between the East- 
ern roads is removed. 

In addition to the subjects named, the rates on cotton for 
the coming season will have to be established. This is a sub- 
ject which should be reported upon by the Cotton Com- 
mittee. 

A request has been made by Western roads to have this 
committee take some further action in securing payment on 
full weight of car-load shipments. 

Any other subject requiring attention can be brought be- 
fore this meeting. 

The Troy & Boston Railroad makes application to become 
a member of this committee. If no a is made, this 
company will be considered asa member. Mr. J. Crandell 
will be its representative. 

It is my painful duty to announce the death of a member 
of this committee—Mr. J. E. Simpson. The deep regret felt 
at bis loss will, no doubt, find expression in this commit- 


tee. 
The committee is now ready to poe to its business. 
Mr. G. R. Blanchard made a bighly appreciative eulogy on 


the late John E, Simpson, and a committee was then ap- 





pointed to express the sorrow of the members of the com- 

mittee and their coreomeiee of their late associate. This it 

did by adopting Mr. Blanchard’s address in lieu of resolu- 
te) 


ms. 

The Classification Committee reported several additions to 
and changes in the classification, which were adopted. 

Messrs. Noyes, Hibbard, Davis and Babcock were ap- 

inted a committee on division of traffic at Vincennes ; 

essrs. Duncan, Kingsbury and Babcock on division of traf- 
fic at LaFayette ; Messrs. Seargeant, Broughton, Taylor and 
Ledyard on division from Detroit and Ontario. 

The Chicago Committee reported that it could not come to 
a conclusion as to divisions of live stock without a report 
from the Commissioner as to the standing of a contract made 
via the New York, Lake Erie & Western for the shipment of 
hogs from Chicago to Boston. It recommended that the 

resent methods of making reports of freight be continued. 
t had considered the question of rates and recommended 
that no advance be made for the present. 

The Cincinnati Committee reported that it could find 
nothing in the condition of affairs at Cincinnati which could 
not be adjusted by a meeting of the managers of the initial 
lines there, which, it had been agreed, should be held at an 
early day. 

REPORT OF THE INDIANAPOLIS COMMITTEE. 


The committee presented the following report: 

“The object of the meeting was sta by Mr. Thomas to 
be to take action in regard to complications liable to arise 
at Indianapolis, and after a general discussion of the sub- 
arr all the members present, the following report is sub- 
mitted: 

“The committee of the Indiana 
railroads called to consider the complaint of the Indianapolis 
Peru & Chicago Railway, against the Michigan Centra and 
the Chicago & Grand Trunk Railways, members of the Joint 
Executive Committee, for permitting the freight lines un- 
der their control, viz., the Blue Line and Commercial Ex- 
press, to open an east-bound line from Indianapolis via the 

ndianapolis, Decatur & aeeteaies Railroad and the Louis- 
ville, New Albany & Chicago Railroad, not members of the 
Joint Executive Committee, which action threatens to dis- 
turb the relations of the existing through lines from that 
point and seriously endanger the maintenance of rates and 
the existence of the Indianapolis East-bound Freight Asso 
ciation, beg leave to report: 

“That, in their view, the admission of new routes and 
lines into Indianapolis, or any other prominent point, that 
are not under the control of the Executive Committee or- 
ganization, is unjust to existing lines and routes, and will 
inevitably lead to the demoralization of tariff rates and 
agreements. 

‘In this particular instance they find no remedy in the 
power of the initial Indianapolis lines, but that it rests with 
the trunk lines receiving and carrying the traffic furnished 
by the Indianapolis, Decatur & Springfield Railroad and 
connections to provide such a remedy as will protect the 
present members of the Indianapolis East-bound Freight 
Association, and be in accord with the general policy of the 
Executive Committee, and this committee suggest that the 
subject be referred to the Executive Committee of the 
Trunk Lines, for their consideration and action.” 

In the discussion which ensued upon this report, Mr. Led- 
yard said he did not see that it was in the power of the In- 
dianapolis committee to say what roads should or should not 
work from there. If the Indianapolis, Decatur & Spring- 
field Railroad maintained rates, the committee had no right 
to ask that they be shut out, 

Mr. Broughton coincided in this view, and thought the local 
committees could not safely be intrusted with the power of 
saying what roads could enter terminal points. If this 
p in was adopted, there would be a continual effort on 
the part of roads already members of an association to 
keep all others out. 

Mr. A. H. McLeod said there was nothing in the resolution 
asking that the Indianapolis, Decatur & Springfield Rail- 
road Be prevented from coming into Indianapolis, but if 
they were permitted to come in, such permission should re- 
quire that they become members of the Joint Executive 

‘ommittee, and amenable to its rules and agreements. 

To open up terminal points in this way to all the lines that 
could be figured out would lead to confusion and demoraliza- 
tion. 

Mr. Gray said it occurred to him that probably the design 
of this resolution was not understood by the gentlemen that 
had spoken against it. There were lines already working from 
Indianapolis over the same Eastern outlets as the Indianap- 
olis, Decatur & Springfield, and now the Indianapolis roads 
found these lines brought in over another road, The reso- 
lution simply referred this matter to the truvk lines, and 
asked them to consider whether such a course was just and 
right to the roads already working over them. Tae Western 
roads and the trunk lines were partners in the Joint Execu- 
tive Committee for mutual protection, and if the present 
course is to be pursued without any regard to the interests 
of the Western roads, it was liable to endanger rates and the 
stability of existing arrangements. 

The Chairman said the resolution merely referred the mat- 
ter to the Trunk Line Executive Committee for considera- 
tion, and such action as it might properly demand, and if 
there was no objection to the viva voce ballot, he would de- 
clare the report received and adopted. 

REPORT OF THE PEORIA COMMIITTEE. 

The committee presented the following report: 

‘“* Whereas, The award of the Board of Arbitration (see 
Circular 193) covers all east-bound Peoria business, whether 
originating at that point or passing through it from com- 
petitive points beyond, destined to the western termini of 
the trunk lines or east thereof, exccpt traffic from Pekin, and 
traffic on through bills of lading from local points west of 
Peoria on the Toledo, Peoria & Western and Rock Island & 
Peoria roads; and 

“ Whereas, Since the organization of the Peoria pool the 
Toledo, Peoria & Western Railway has carried, and is now 
carrying, large shipments of grain from local points on the 
line of its road west of Peoria, which shipments are not cov- 
ered by through bills of lading, and are not on_their face 
destined or consigned to any other point than Peoria, but 
are billed and consigned to parties in Peoria, and are de- 
livered to Peoria elevators, whence they are reshipped on 
through way bills and through bills of lading made at Peoria, 
and taking regular Peoria rates; and 

‘* Whereas, The General Freight Agent of the Toledo, 
Peoria & Western Railway has refused to make a report of 
this business; therefore, 
= Resolved, That as this business clearly belongs in the 
pool, the Chairman of the Joint Executive Committee be re- 

uested to instruct the General Freight Agent of the Toledo, 
Peoria & Western Railway to make a report of this business, 
from the first day of April, 1880, to the Joint Agent at 
Peoria, without any further delay; and in the event of a re- 
fusal on the part of the General Freight Agent of the Toledo, | 
Peoria & Western Railway to comply with this resolution, 
it is further 

** Resolved, That the Joint Agent of the Peoria pool is here- 
by authorized to employ an expert accouutant who shall 
make an examination of the books of the Toledo, Peoria & | 
Western Railway and take therefrom a transcript of this 


lis initial east-bound 





business, which shall be forwarded to the Chairman of the 
Joint Executive Committee, and be incorporated in the ac- 
counts of the Peoria pool.” 

On motion, the report was received and adopted. 


REPORT OF THE 8ST. LOUIS COMMITTEE, 


The committee presented the following report: 

“The St. Louis committee begs leave to report that there 
are no important questions of ment now pending in 
the St. Louis pool; on the contrary, it is the desire of all the 
lines that the pool shall be maintained with the utmost good 
faith. The committee recommend that the present tariff 
rates should be strictly maintained by all parties, and are of 
opinion that it would be unwise to consider at this time the 
question of either advancing or reducing the present tariff. 

‘* It is proper to report the fact that there is reason to be- 
lieve some of the fast freight lines have been contracting 
freight at less than tariff rates, but no definite charges have 
been acted upon by this committee.” 

The Chairman said it was reported to him that the Chica- 
go & Alton Railroad had been for some time dissatisfied on 
account of their shortage on east-bound business, and had 
made several requests that it should be evened up, and he 
would inquire if they were satisfied with this report. 

Mr. MeMullin said the difficulty was that while the Chicago 
& Alton Railroad had carried very nearly its allotted per- 
centage of tonnage, when the tonnage was placed upon the 
revenue basis they were short. The cotton season was now 
approaching, and if an effort was made to throw that ton- 
nage over their road, as he was assured would be, they 
would get evened up, and he was willing to let the matter 
rest there, and was satisfied with the report. 

On motion, the report was received and adopted. 

THE VINCENNES COMMITTEE 

was unable to report, owing to the absence of any repre- 
sentative of the Evansville & Terre Haute Railroad, but it 
arranged for an early meeting of the lines interested, the re- 
sult of which will be reported to the Commissioner, 

THE TERRE HAUTE COMMITTEE 
had no meeting, owing to the absence of Mr. Noyes, its 
chairman, but a member stated that he thought that arrange- 
ments satisfactory to all would soon be made. 





REPORT OF LAFAYETTE COMMITTEE, 


The comwittee presented the following report: 

“ The roads represented were the Louisville, New Albany & 
Chicago, Cincinnati, Indianapolis, St. Louis & Chicago, and 
Wabash, St. Louis & Pacific. The Lake Erie & Western 
was not represented. 

** The roads represented are willing to poo] LaFayette on a 
division of one-fourth of the tonnage to each road, said ton- 
nage to comprise all produce or manufactures destined to 
seaboard cities or to connections carrying the same, provided 
a pool agent shall be appointed who will supervise all ship- 
ments, giving bills of lading for the same for all roads in the 
pool, and who shall have full authority to divert or divide 
the business, giving each road one-fourth thereof, The com- 
mittee recommend that the Commissioner be requested to 
correspond with the Lake Ene & Western, and if possible 
procure their assent to this agreement.” 

On motion, the report was received and adopted, 

REPORT OF ONTARIO AND DETROIT COMMITTEE, 

This Committee met, but had not concluded its work up to 
the time of adjournment, and therefore no report was pre- 
sented. The Committee adjourned to a future meeting, and 
will report hereafter, 

REPORT OF COTTON COMMITTEE, 

This committee reported the following all rail rates on 
cotton to New York (with the usual differences to other sea- 
board cities), to take effect Sept. 7: 

On uncompressed cotton, with privilege to the carrier of 
compressing, per 100 Ibs, : 


From { From 
MOMDRIS, ......0.0000<s00000 +00: 74 cts.|Evansviile.............. 63 cts. 
DEEDS 0 scc00tisanas 4084 67 “ |Louisville 
St. Louis and Hannibal...... 66 “ |\Jeffersonville -......... 560 
E.St. Louis and E,Hannibal.62 ‘ |New Albany 
MING 6 Lav cigs cccatonssnsenaved 65 “ |Cincinnati.............. 53 


From Memphis the river and rail rate shall be 72 cents. 
On compressed cotton reaching the following points, via 
river, under through bills of lading, on steamers of lines con- 
forming to the agreement for division of cotton from Mem- 
»yhis and on other steamers, the proportion of rates to New 
York be made from depots as follows : 


Conforming Other 
steamers. steamers, 

Mont Oe. Touls, Bh... .cersccseccenescceee MOE 49 cts. - 
OR re ree a 49 * 
Evansville, Ind............ — * 47 * 
Louisville, Ky. } 
Jeffersonville, Ind, > ...........-ceeeeeeeee 43 45 “ 
New Albany, 
Cletenatl, GRI0. ios cies scsccscccdevdesece 40 ** 44° 


These rates on cotton, from the river points named, are not 

to be applied to cotton coming from points South, where the 
rate is divided on a pro rata basis, after deducting arbitra- 
res. 
The rates to the North Atlantic seaboard on cotton for ex- 
port to be made on basis of full rates to New York, as shown 
above, until change is authorized by the Chairman of Trunk 
Line Executive Committee. 

It will be seen that the committee, in fixing these rates as 
it did last year, ignored the Chicago basis; and, to quote 
from the report of the Committee on Cotton Rates, Sept. 
24, 1879: 

“This, we may say, has been a necessity, indeed it has 
been the practice for years, and your committee is clearly 
of the opinion that the rates on cotton—a prepues peculiar 
alone to the South—should not be controlled by a basis fixed 
to govern rates on products peculiar to the West and North- 
west. Moreover, your committee cannot ignore the fact, 
that competition via the Gulf and South Atlantic seaboard is 
at all times very active, and of such a nature as to compel 
an adjustment of rates from time to time on a basis entirel 
foreign to that governing other east-bound traffic; and while 
this committee has recommended certain rates for adoption, 
it is clearly of the opinion, and recommends, that rates from 
Memphis, St. Louis and Hannibal be made subject to such 
changes as the competition referred to may necessitate,” 

The committee ask that the Commissioner be directed to 
authorize on application of the Louisville & Nashville Rail- 
road Company for the business from Memphis, and the ter- 
ritory reached via its lines, and, on the application of a ma- 
jority of the roads leading from St. Louis and Hannibal for 
the business of St. Louis and Hannibal, such changes in 
rates as the nature of the competition may demand, it bein 
understood that any change from Memphis, St. Louis anc 
Hannibal will call for corresponding changes from Cairo, 
Evansville, Cincinnati and other points named. 

“The committee further recommends thatrates via all rail 
on cotton from Montgomery, Selma, Mobile, points in Texas 
and elsewhere, where competition with the Gulf or South 
Atlantic seaboard routes exists, be not fixed by the Joint 
Executive Committee, but be left to be fixed by lines south 
of the Ohio and west of the Mississippi rivers to meet such 
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competition, and that such rates be divided on a pro rata 
basis, after deducting arbitraries.” 
On motion, the report was received and adopted. 


REORGANIZATION OF THE PERMANENT COTTON COMMITTES. 


A necessity e for the reorganization of the Perma- 
nent Cotton Committee, it was , 

“‘ Moved, That the Chairman appoint a Permanent Cotton 
Committee, to whom all questions as to rates on cotton shall 
be referred, Said comm to fix all rates on cotton under 
the rules adopted by the Joint Executive Committee Aug. 
27, 1880, the rates to be subject to the approval of the Chair- 
man, and not to be put in force until promulgated by him.” 

The motion was carried unanimously. The Chairman ap- 

»ointed as said Committee Messrs. Culp, Martin, Penning- 
| Ripley, Hibbard, Gays, Geiger, James Smith, Cochran 
and Fraser. 


WITHDRAWAL OF FAST FREIGHT AND DESPATCH LINE AGENTS 
FROM MISSOURI RIVER POINTS. 


The Chairman said that he was in receipt of a request from 
the Southwestern Railway Assoviation that fast freight and 
despatch line nts should be withdrawn from Missouri 
River points. Many complaints bad been made that such 
agents were cutting rates, and thus, toa t extent, inter- 
fering with the firm maintenance of tariffs which the South- 
western Association was endeavoring to secure. 

Somethiug should be done to prevent this state of affairs, 
The business that arrives at the Missouri River from the 
West goes either via St, Louis, Hannibal or Chicago, each 
route getting a certain percentage of the aggregate, As the 
traffic at St. Louis and Chicago is divided, and the traftic 

ing through Hannibal goes to one road, there seems to 

»no motive of cutting rates on the part of the Eastern 
roads, as soon as a subdivision is made from St. Louis to 
Chicago. 

If the Southwestern Association would consent to act as 
eveners, they could distribute their business according to the 
balances that might prevail at our pooled points, and thus 
remove, ina great measure, the contention that has prevailed 
for the Missouri River business. He would be glad to hear 
from the roads that were members both of this committee 
and also of the Southwestern ation. 

Mr. Gault said that, speaking for the Wabash and Chicago 
& Alton, he would say that in their opinion, the necessity 
no longer existed for a la staff of agents in the Missouri 
River territory. The business was al led, and when it 
reached St. Louis or Chicago it was distributed, or should 
be, according to the agreement for the division of trattic in 
force at those points. As they believed there was no neces- 
sity for these agents, they objected to paying their share of 
their salaries, and the various consequent expenses. The 
Southwestern Association had made the request for their 
withdrawal, because they believed they could manage their 
business better without them, and the eastern lines could 
depend upon their dividing the business fairly, and upon all 
of them getting their share according to the agreements for 
division of traffic. They had reason to believe that the fast 
freight line agents had cut rates, and they felt there would be 
a better maintenance cf ratesif they were withdrawn. He was 
familiar with the argument thatif the line agents were with- 
drawn from the west, the western roads should withdraw 
their agents from Eastern cities. As to that he would say 
that they keep their agents for other purposes than merely 
to act as solicitors, and further, that they paid all the ex- 
penses connected therewith, and did not call on the Eastern 
roads to help pay them. Another point of difference was 
that their agents in the Exst were under the orders of the 
Commissioner, and if their road ran ahead of its proportion, 
they obeyed the Commissioner's order to stay out of the 
market. He thought, however, the time should come when 
the Eastern roads should pay some part of the expenses of 
the Western agents in the East, His company was amember 
of five or six fast freight lines, and they had to pay their 
share of expenses, even if they were ahead of their propor- 
tion, and were forbidden to take business, Speaking only 
for his company, they were not willing to continue the prac- 
tise unless the trunk lines would pay their share of their 
Eastern agency expenses. 

The following motion was then offered and carried ; 

“That the request of the Southwestern Railway Associa- 
tion that the trunk lines withdraw from the Missouri River 
allagents of fast freight or despatch lines be referred to the 
Trunk Line Executive Committee for their consideration and 
action.”’ 


WEIGHING CAR-LOAD FREIGHT, 


A resolution was passed vequesting the Commissioner to 
see that the resolution requiring the weighing at the sea- 
board of all shipments of high wines, alcohol and spirits be 
rigidly carried out, 

fn accordance with the request of the Cleveland meeting 
of Western roads Aug. 4, the following resolution was 

ssed : 

** Resolved, That as the lines west of Buffalo and Pitts- 
burgh have agreed to weigh and charge actual weight 
on wagons, agricultural implements and all other property 
in car-loads that have been shipped heretofore at estimated 
weights, the trunk lines be requested to adopt the same 
rule and practice, and to communicate their action, if prac- 
ticable, to the general meeting of the Western railroads to 
be held in Chicago, Sept. 1, or, if not practicable by the date 
named, then to Mr. M: dgley, the Commissioner of the South- 
western Rate Association.’ 


REMARKS ON THE BOSTON HOG CONTRACT, 


Mr. MrLuis said: Mr. Chairman, I see that this meeting 
is drawing to a close, and before we adjourn it is my duty to 
express the feelings of the interests I represent in regard toa 
certain matter that has come up here to-day, and that you 
are all aware of. The reportof the Chicago Committee, in 
pecking of the contract on h to New England, by the 

rie road, does not do justice to us. We are going away 
with things at loose ends, and leaving a matter of great im- 
portance with a mere reference. You know that there are 
—— in New England largely engaged in the shipment of the 
ive hog product, and that a strong effort has been made by 
the shippers in Boston to have the rates on live hogs reduced 
to the export boxed meats rate. These rates were strongly 
advocated in the East, and we sustained the movement, and 
were in favor of it. It was referred to committees from 
time to time, and was finally voted down by a minority—the 
majority being in favor of making that reduction. At 
that time it was unde: that we were shipping largely of 
of the live hog product from the West. e rate 
was fixed at Chicago at five cents above pro- 
vision rates, contrary to our wishes, and to what we thought 
was fair for our New England people; but it passed, and we 
lived up to it. We had daily requests to reduce the rates, but 
we strenuously declined to do so. I could have made a con- 
tract for one year or five years, but we refused to doit. Now 
the parties who represented the minority, and that were most 
opposed to a reduction in rates, have gone forward and made 
a contract at reduced rates, and it has been barely referred 
to in the Chicago ye og It looks to me as if it was shelved, 
and I ask if this is the way to treat a subject of this kind. If 
it is, we are free to go out and do what we please. If weare 
to understand that we are to go away and care of our- 
selves. wo will try to do our part. e held to the majority 
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report on the live hog question, and because we would not 
recede from the action of this committee, the party who at 
that time persistently opposed the concession asked, has 
made a contract for a year or more, If such is the case, I do 
not see what kind of rates you are going to have on cattle. 

The CHAIRMAN. said: Perhaps it may be proper to give 
some explanation of the matter referred to by Mr. Millis. 
There has been a report that one of the trunk lines was a 
_ to reduced rates on hogs. These irregularities were re- 

erred to in my address to you yesterday, in a general way, 
and I also stated at the same time that a meeting of a com- 
mittee of the trunk lines and Boston roads interested in that 
que:tion (Mr. Millis being one of the parties present) had been 
held prior to this meeting, with a view of seeing if these diffi- 
culties could be healed. The action of that committee ought 
perhaps to have been put before you more in detail; but 
partly from want of time—the meeting was only held the 
day before this meeting, and the proceedings are not yet 
written out—it has not been done. The action of that com- 
mittee was: That contracts, if any existed, should be re- 
rted, and that the true state of affairs should be made 
nown, and then the trunk lines, in connection with the 
lines aggrieved, should hold a meeting and ascertain if the 
mischief that has been done, if done, can be remedied, and if 
it cannot be remedied, then to adopt such measures as will 
protect the interests of the other roads. As soon as I receive 
the reports from the different roads, which I hope to receive 
in a day or two, I will call that meeting together again, and 
the committee acting as your Standing Committee will sug- 
gest such measures as seem practicable for the protection of 
all parties. 

I cannot see what else can be done just now. 
object is to see if this question can be adjusted. 
meeting will be satisfied with the action taken for the pres- 
ent. e meeting will be held next week, and you will all 
be notified what the rates on live stock are, The Grand 
Trunk is represented on the Trunk Line Executive Commit- 
tee, and will assist in devising measures, if possible, for the 
protection of all interests. 

Mr. GAULT said: I scarcely think it would be harmful if 
this Joint Executive Committee might be allowed to express 
their opinion upon the propriety of one of the Eastern trunk 
lines making a contract on live stock. If that has been done, 
it is a very wrong thing. 

The CHAIRMAN said: I have as yet, no official informa- 
tion who are the responsible parties that made this contract. 
The roads accused deny having made it, but do not deny 
that a contract exists, 

Mr. GAULT—But it is evident that if the Eastern trunk 
lines, after expressing satisfaction with the Chicago pool, 
can go there and make contracts, it is a very bad thing. 

Mr. MILLIs—I would inquire if the initial road denies the 
contract and the terminal road denies it, who has a rigbt to 
make contracts‘ Has the Hoosac Tunnel & Western road 
the right to make a contract? Has the Delaware & Hudson 
Canal Company the right to make a contract? Can they 
bind the Erie road? I hope that there is enough honor in 
this body to maintain the railroad interests of this country, 
and keep our companies from incurring great losses; but the 
action in this case fills me with alarm, Fwon't say what we 
will do. We will try to be obedient and kind, and not hurt 
anybody; but I want to know if this body is willing to see a 
line that stood firm by the agreement of this committee 
injured and deprived of business by the lines that secured 
the adoption of the Chicago agreement combining to break 


The first 
I hope this 


No further business heing presented, the committee 
adjourned, subject to the call of the Chairman. 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 

















age. Page. 
Alabama Great Southern...... 417 Lehigh Coal & Nav. Co.......... 107 
Allegheny Valley............ 2,225 Lehigh Valley............. -» 137 
Atchison, Topeka & Santa Fe .. 326 Little Miami (P., C, & St. L.).... 218 
Atlanta & Charlotte Air Line.,. 226 Long Island...... éaages fou 3s “OD 
Atlanta & West Point.......... 414 Louisville & Nashville...... 388, 417 
Atlantic, Miss, & Ohio.......... 364 Maine Central........s.00.00.+. 202 
Atlantic & North Carolina..... 864 Mass. R. R. Commission....... 45 
Haltimore & Potomac...... 152,319 Michigan Central... ....... 244, 260 














Boston & Albany........... , 
Boston, Concord & Montreal 
Boston & Lowell 
Boston & N. Y. Air Line, 





Mil., Lake Shore & Western. ... 238 
Minneapolis & St. Louis 5 

Missouri Pacific,..... 
Mobile & Montgomery 












Bur., Cedar Rapids & No ...... 417 Mobile & Ohio...... .... 436 
Bur. & Mo. River in Nebraska. 56 Montpelier & P 
Rurlington & Northwestern... °88 Morris & Esse $15 
Canada Southern.......... .... 74 Nashua & Lowell é 
Cape Fear & Yadkin Valley.... 237 Naugatuck oar bi,» shee’ ide dons 238 
Carolina Comtral...cccoccesccees 331 N. Y., Lake Erie & West...... , 12 
Central, of Georgia... 25 N.Y.,N.H.& Hartford........ 26 












Central, of New Jersey.. 
Central Vermont 
harlotte, Col. 
hartiers (P., C. & St. L.).. - 218 
Chesapeake & Del, Canal...... § 
Chesapeake B GIO, ei csescccccs 
Cc 





Cc 
Cc 



















peake & Ohio Canal...... 319 
Chicago & Alton............186, 156 
Ch Buriin ton & Quincy. 16", 176 
Chi., Clint,, Dub., & Minn 7 
Chicago, Mil. & St. Paul... 
Chicago & Northwestern 


Yhicago & Pacific ....... 
Chi., Rock Island & Pa 
Chi. & West Michigan .. . 
Cin., Hamilton & Dayton....... 37 
Min., LaFayette & Chicago...... 202 
Cin. & Mus. Val. (P.,C, & St. L.) 218 
Cincinnati Southern............ 124 
Cleve., Col., Cin. & Ind....184, 18 
Cleve., Tus, Val. & Wheeling .. 162 
Col % a. & Ind. Cent. (P., ©. 

t ) 










Columbus & Toledo... 
Concord 





16 Raleigh & Gaston 


N. Y.. Providence & Boston... 25 
N. Y. & Oswego Midland 
Northeastern (S. C.,).... 





Northern Central...... 12: 
Northern (New Hampshire)... 206 
Ogdensburg & Lake Champlain 476 
Ohic & Mississippi.............. 5 

Oregon Ry. & Nav. Co.......... 464 
Pacitic Mail... 2. ccssessccccsee SID 
Paducah & Elizabethtown... ‘ 

OMAN eo a00 ds pabapcestnccensesce QU2 





Pennsylvania Railroad 
Pennsylvania & New York 
Pensacola & Perdido..... 








aga & Reading.. 88 
Phila., Wil. & Baltimore. » I 
Pitts., Cin, & St. Louis.......... 213 
Pitts.. Fort Wayne & Chicago .. 352 
Pittsburgh & Lake Erie........ 0 
Pitts., Titusville & Buffalo...... 319 
Pitts., Wh. & Ky. (P.,C. & St. L.)218 
Portland & Ogdensburg.. ... . 874 


Prince Edward Island. 
Providence & Worceste 
Quincy, Mo. & Pacific.... 









Connecticut River.............. 226 Richmond & Danville...... ... 1008 
Consolidation Coa! Co .. ...... 124 Richmond & Petersburg....... 177 
Cumberland Valley............. 152 Rome, W’town, & Ogdensburg. 11 
Dayton & Southeastern........ ye I eras ee 436 
eT eee 56 St. Louis Bridge Co............. 331 
Delaware & Bound Brook..... $12 St. Louis, Llron Mt. & Southern, 177 
Delaware & Hudson Canal, 96,178 St. Louis, Van, & Terre Haute.. 96 
Del. & Hud. Can. Leased Lines 178 St. Paul & Duluth .. 404 
Del., Lack. & Western.......... 7 St. Paul, Minn. & Manitoba.... 280 
Delaware Western............++ 7 Seaboard & Roanoke........... 280 
East Line & Red River......... 476 South Carolina.......... .. 214, 280 
East Tenn., Va. & Ga.... ...... #52 South Carolina Railroads...... 4 
ta. «| edeiees 74 Southern Pacific............ a.. 4 
Flint & Pere Marquette.. .... 70 Sussex 

Galv., Houston & Henderson... '5 Texas & Pacific 









Georgia R. R. & Banking Co. 
Georgia R. R. Commission 
Grand Rapids & Indiana... 
Grand Trunk 


Great Western........... ‘ 
Hannibal & St. Joseph......... 162 
Han, Junc., Han. & Gettysburg 312 


BROT seve cesccscssccescscs 238 
Houston & Texas Central...... F 


Huntingdon & Broad Top....... 96 
Illinois Central............. 118, 123 
Intercolonial. . 52 





Kan. City, Fort Scott & Guif. 








Kan. City, St. Jo. & C. Bluffs... 226 
Kentucky Central . 319 
Lake Shore & Mich. South..252, 258 





Troy & Boston ... 
Troy & Greenfield 
Union Pacific........ 
Utica & Black River. 
Vermont Valley... .. 
Vicksburg & Meridian... 
Wabash, St. L. & Pacific 
West Chester & Phila.......... 

Western, of Alabama........... 4 
Western North Carolina....... 
Western R. R. Association..... 
Wilmington, Col. & Augusta.. 

Wilmington & Weldon. avd 
Wisconsin Central..... 
Wisconsin Valley.... ee 
Worcester & Nashua............ 23) 













Atlantic, Mississippi & Ohio: 


This road consists of a main line across Southern Vir- 
nia from Norfolk to Bristol, 408 miles, with branches 
rom Petersburg to City Point, 10 miles, and from Glade 





| Springs to Salt Works, 10 miles, making 428 miles 
jinall. It is managed by C. L. Perkins and Henry Fink as 
seivers ina suit for foreclosure of mortgage, and their 

fourth annual report to the Court covers the year ending 
June 30, 1880. 

The equipment consists of 82 locomotives; 24 passenger, 
2 sleeping, 7 baggage and 9 postal, mail and express cars; 
447 box, 165 stock, 284 platform and 40 conductor’s cars; 1 
pay car and 65 ditching cars. 

The Receivers report the total bonded indebtedness of the 
company as follows: 


$967,000.00 
1,738.500.00 
2'390,590.73 

134,584.00 


$5,230,674.73 


Norfolk & Petersburg divisional bonds.......... 
South Side iat - abe en 
Virginia & Tennessee 
Funded interest notes 


“ 





Total divisional liens... 


A., M. & O., consolidated mortgage.... ............ 5,470,000 00 
second mortgage to state of Virginia.. 4,000,000.00 
oo OE ey PEE et bt Peer er a $14,700,674.73 


The debt was decreased by $5,000 Virginia & Tennessee 
bonds during the year. The Receivers hold $166,600 div- 
isional and $474,000 consolidated bonds. The foreclosure 
suit is under the consolidated mortgage, and, if completed, 
will leave the divisional bonds as liens on the road 

The traffic for the year was as follows : 

Train mileage: 


1879-80, 1878-79. Ine. orDec. P.c. 
PROROREEE : occ scscnses 302,366 358,427 D 56,061 15.6 
Preignt........ sss. 953,219 797,387 I. 155,822 19.5 
Service andswitching 174,193 167,727 I. 6,466 3.9 
BORGER. 3 i p'vcdedsd 1,429,778 1,823,541 I 106,237 8.0 
Passengers carried.. 144,831 129,240 I. 15,591 12.1 
Passenger mileage... 9,244,356 8,079,780 I. 1,164,576 14.4 
Tons freight carried. 431,397 349,632 1. 81,765 23.4 
Tonnage mileage... .98,595,455 73,662,480 I. 24,932,975 33.8 
Av. train load: 
Passengers, number, 30.57 22.54 1. 8.03 35.6 
Freight, tons........ 103.44 92.38 I. 11.06 12.0 
Av. receipt: 
Per pass. per mile.. 3.44 cts. 3.77 cts. D. 0.33 ct, 8.8 
Per ton per mile.... 1.50 * io” D. 0.19% 421.2 


The average receipt on local freight was 2.19 cents, and 
on through 1,11 cents, per ton per mile. Passengers paid an 
average of 2.61 cents per mile through,or 3.75 cents local. Lc- 
cal business furnished 73.0 per cent. of the passenger, aud 
36.4 per cent. of the tonnage-mileage. Leading items of 
freight were 69,815 tons cotton, 23,814 tons live stock, 19,- 
487 tons tobacco, 18,848 tons lumber and 13,840 tons 
wheat. 

The receipt and cost per train mile were as follows, in 
cents: 


Earnings. Expenses. Net. 
Passenger trains..............+++ 145 75 70 
Tonnage trains...........0.-+s00. 156 80 76 
Average, a)l trains.... ....... 153 79 74 
Average, all trains, 1878-79.... .. 144 92 52 


The increase in average train earnings was in spite of a 
decrease in rates ; with the decrease m expenses it shows a 
very large gain in net earnings. 

Some statistics of train movement were as follows : 





N. & P. and Va. & Tenn. 
South Side Divs. Div. 

Locomotive mileage ................. 615,547 814,211 

Average per engine............. 19,236 16,284 

Mileage of passenger-train cars 617,144 1,050,522 

- TE avsensccectnes 6,969,8:24 7,411,848 

os * material (service) cars.... 810,774 397,922 

Estimated gross tonnage hauled one , 

A ET ee ae 162,988,121 194,055,052 
Estimated net tonnage hauled one 

~ eae PCE 53,651,686 
Average gross tonnage per locomotive 

DEE ox0nbissce Seah neenste spennsss 265 238 
Average net tonnage per locomotive 

| RE Py Or cr el TL e eee 66 


87 
14.46 cts. 19.89 cts, 
On both divisions there was a considerable increase in the 
work performed by locomotives. Foreign cars ran 4,521,716 
miles over this road, while cars of this line made 5,016,322 
miles over foreign rouds. Car mileage, both home and 
foreign, increased largely. 
The earnings for the year were as follows : 


Cost of locomotive service per mile. . 







1879-80. 1878-79. Inc. or Dee. P. c. 
Passenger trains. $438,974.76 $413,816.45 IL 5,158.31 6.1 
Tonnage trains.. 1,486,736.73 1,250,928.89 I, + 807.84 189 
Miscellaneous.... 10,930.19 7,386.49 I. 8,543.70 47.9 
Total.........$1,936,641.68 $1,672,131.83 I. $264,500.85 15.8 
Expenses........ 993,228.27 1,060,088.75 D. 66,860.48 6.3 
Net earnings..... $943,415.41 $612,043.08 I. $331,370.33 54.1 
Gross earn. per 
TIED 50 006 secs 4,524.87 3,906.85 I. 618.02 15.8 
Net earn. per 
MAIO... cedieaee 2,204.24 1,430.01 I. 774.23 54.1 
Per cent. of exps. 51.30 63.40 D. 12.10 19.1 


All renewals were included in expenses. The sum of $20,- 
315.91 was expended for further construction, leaving a net 
balance of $923,097.50, against $562,997.68 for the preced- 
ing year. 

Tire road bas been improved in condition. There were 
88.05 miles of track renewed with steel, making 203.45 of 
steel track now laid, 140,751 new ties used and 36,939 cu- 
bic yards of ballast used; 10,833 feet of new sidings were 
laid. There were built during the year in renewal 451 
linear feet iron truss bridges, 212 feet iron plate girders, 
829 feet composite bridges and 582 feet pile and stringer 
bridges. 

Saxe the close of the year 3,000 tons of steel rails have 
been bought. When these are laid there will be in the main 
track 280.67 miles steel rails ; 147.70 miles English fish-bar 
iron rails; 15 miles re-rolled iron fish-bar rails; 2.63 miles of 
chair rails, and 12 miles of old U-rails. About 40 miles of 
rew rails a year will be needed until the whole line is laid 
with steel. 

Three locomotives and 60 freight cars were bought and 
the passenger equipment fitted with Westinghouse air- 
brakes. 

The Receivers’ cash account was as follows : 

Cash balance. July 1, 1670... .0..6.06:05 peoceccees . $230,583.72 
Receipts from all GOUPCES. ........ 20 scccccccccccecens 2,013,783.40 








2, 244,367.12 
1,586,277.66 


Total 
Expenditures 








Cash balance July 1, 1880........... «... rs ak $658,089.46 
The Receiver’s assets and liabilities on July 1 were as fol- 
lows : 


en ee eee $658,089.46 
rr rr ee Kn ohne’ 143,151.49 
Accounts and balances receivable. ..........4.+++e++ 69,473.43 





La AMR eed 2 ld Le $870,714.38 
$59,462.76 
399,305.10 
—— 458,767.86 


Excess of assets over liabilities......... " $411,946.52 
The great increase in net earnings made the revenue 


Total assets . 
Current accounts and pay-rolls 
Coupons and interest 
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greater than the interest charges on divisiorfal and first-con- | 


solidated bonds by $192,133.69, and payment of interest has 
been partially resumed, by order of the Court. The business 
increased with the general revival of trade, ana there bas also 
begun a slow but steady growth of the mineral region bor- 
dering on the read, from which much is hoped for. Some- 
thing has been done toward regulating rates on through 
traffic, and it has been possible to make considerable con- 
cessions in local rates, where they seemed to be needed. 
Special mention is made of the development of the coal and 
irov business in Southwestern Virginia. The cotton export 
business of Norfolk has grown largely, and connecting lines 
are making arrangements by which, it is boped, a consider- 
able Western grain trattic can be secured. 


St. Paul, Minneapoijis & Manitoba. 
This company. successor by purchase and consolidation to 


the various divisions and extensions of the St. Paul & Pa- 
cific, owns the following lines now in operation: 


Miles. 

St. Paul. Minn., by St. Cloud and Glyndon to St. Vincent..... 292 
St. Anthony Junction by Breckenridge to Barnesville... .. aa 
East St. Cloud to Sauk Rapids.... cn» Reus bebiaen she oase 2 
Crookston to Grand Forks. . Pe ale ie Ps By he 25 
Total.... OE ee i eg 656 


Of these lines 98 miles were built during the year covered 
by the report ; during the same time 101 miles of the older 
lines were relaid with steel rails. The report, which is the 
first one of the present company, is for the year ending June 
20, 1880. 

The equipment consists of 65 locomotives ; 5 sleeping and 
64 passenger, mail and baggage cars; 887 box, 7% stock and 
509 flat cars: 25 caboose and tool cars and 80 gravel cars. 
The equipment has been largely iucreased by the present 
company. 

The general account at the close of the year was as follows, 
somewhat condensed : 
eg, | | Reererererirrr iar oor $15,000,000,00 
Ronds ($24,887 per mile)........ eoattc 16,324,900.00 
Floating liabilities, bills, accounts, ete ..... ...... 1,522,707.30 
Sinking fund............ Sa baie 9 grew ees Re Kfa 436.572.09 
Profit and loss ......... 7 ea mins 555,795.55 











Wnts adsense ctuaedes i 1 er sdpeadeael ce eeee ee $33,839,974.64 
Cost of property ..ocscoese , .-e. $31,297,028.33 
Less bonds redeemed by sinking 

ss baccnnet end % pehadbngs ee 161,100.00 


Net cost ($47,463 per mile) $31,155,928.33 

Real estate and permanent im 
proveinents.... ontesseve cece 

Expenditures on account new lines 

Cash items Ae 

Due from agents, ete 

Fuel and materials 


357,185.45 
193,767.87 
365,644.27 
216,458.25 
570,890.47 
—_ ~~ 33,839,974.64 
The cash items above include $653,181.23 cash in bank ; 
$203, 108.24 cash deposited to pay coupons, and $419,354.80 
cash held by trustees for sinking fund. In materials on 
hand are included construction material to the amount of 
$283,278.14. The bondeu debt consists of $7,838,900 first- 
mortgage bonds ; $8,000,000 second-mortgage bonds, and 
$486,000 St. Paul & Pacific bonds, of which $120,000 are 
payable in 1881, and the balance in 1892. Tbe first-mort- 
gage bonds were $8,000,000 in amount, but $161,100 were 
redeemed by the sinking fund during the year. 
The earnings for the year were as follows : 
Passengers.......... Arey oor * $672,047.91 
J). re wee eee 2,084.711.78 


Miscellaneous. 


Express and NOTA; «2.5. cyorsonssonnclcetRe ees 70,798.83 
Track and station rents... scat Pe nn ee 37,304.43 
Rent of leased tines (from Northern Pacific)......... 47,777.77 


20,4067 .62 





Total ($4,771.20 per mile) $2.933, LOS. 
Expenses (44.33 per cent.). 


State tax (3 per cent.) . 


24 





———— — 1,387,072.74 


Net earnings ($2,356.76 per mile)...... ........$1,546,035.50 
This is the company’s first year, so that no full comparison 
is made. For the year ending June 30, 1879, the gross earn- 
ings of the various lines, 558 miles, then under separate 
managements, were $1,900,528.98, showing an increase last 
year of $1,032,579.26, or 54.3 per cent. The increase in 
gross earnings per mile last year was 40.2 per cent. 
The income account for the year was as follows: 
Cee BA ON IND go isc oo 050%. kh db ddaN bee Aeoee $2,933, 108.24 
SGROE GE GID, occ tcc s cocvesocdonevawceccecs 4.851.25 
Land and real estate sales........ » Adee . 697,672.09 


Total.. <itasotles STAT $3,535, 631.58 
Expenses and taxes as above ‘072.74 
Legal expenses........ : : 76.64 
Expenses attending organization of 
company........ a jas 
Coupons to July 1, 1886, matured and 
payable oseseoee . = 
Accrued interest not yet due ‘ke 
Proceeds of land sales transferred to 
sinking fund.... ‘ er 





35,288.00 


$124.026.77 
123,200.00 


597,672.09 

- — 2,979,856.33 
saoue wees 000d, 705,25 

The net earnings for the year amounted to 9,47 per cent. 
on the funded debt, or considerably more than the interest 
eharge. 

The report of Mr. George Stephen, President of the com- 
pany, says: 

* There have been expended on improvement of the road- 
bed, purchase of right of way, fencing, water stations, etc., 
$340,676.49, and on new equipment, $497,021.60, which 
sufms have been provided for from funds reserved for that 
purpose at organization of the company, while more than 
ordinary expenditures for maintenance and repairs have 
been charged to operating expenses. The real estate pur- 
chased and permanent improvements represented by the 
sum of $357,185.45 in the general statement comprises the 
lands acquired by the company for Union Depot at Minne- 
apolis and ground for additional yard room aud work shops 
at St. Paul, new general office building and large freight 
warehouses at St. Paul, and other property which add ma- 
terially to the value of the company’s assets. 

‘* The company is engaged on the construction of about 
200 miles of railroad, chiefly on the west bank of the Red 
River, in the territory of Dakota, all of which they expect 
to have completed and in operation before the close of the 
year. 

** The sales of land by the company during the year for 
cash and on credit have amounted to 268,741 acres, repre- 
senting the sum of $1,209,928, from which has to be de- 
ducted the amount credited and the liability incurred to 
settlers for cultivation under the terms of the company’s 
contracts, $300,706. The total cash received over and above 
the expenses of the department, as principal and interest on 
land sales, and as consideratiou for real estate disposed of by 
the company, has been $597,672.06, which sum is applicable 
to the sinking fund for retirement of the first-mortgage 
bonds. Of this issue, $161,100 in bonds have already been 
purchased and cancelled, and a further amount of $879,100 


po been calied in by the trustees for redemption on first of 
July. 


Balance to profit and loss.... 











“The land grant of the company, all of which has now 
been earned by the completion of the line to St. Vincent in 
accordance with the procseees of the act of Congress, 
amounts to about 3,848,000 acres, of which there have been 
sold to date 1,087,974.67 acres. 

** Although unusual opportunities were repeatedly afforded 
to every bondholder of the old company to Moin the majority 
in the reorganization proceedings, there are still outstanding 
bonds of the $2,800,000, $83,000,000 and $6,000,000 issues, 
amounting in all to $256,500, the distributive share on which, 
$54,207.21, lies in the court depository subject to payment 
on presentation of the bonds. A few of the holders of these 
bonds, instigated by an insignificant local element personally 
hostile to the new company, have taken proceedings to re- 
open the foreclosure decrees by which the company came 
into possession of the property. These suits are still before 
the courts, but are regarded as of no moment to the com- 
pany. A similar suit on the $15,000,000 mortgage was 
effectually disposed of by the decision of Mr. Justice Miller 
at the last term of the United States Court in St. Paul.” 


Louisville, Cincinnati & Lexington. 


The following brief statement has been published in ad- 
vance of the full report, covering the operations of this 
company’s 175 miles of road owned and 57 miles leased— 
232 miles in all—for the vear ending June 30, 1880. 

The income amount was as follows: 

Gross earnings and profit on leased lines ($5,019 per 

SD Sis ccacord boas) our obo get ee tans wets 

Expenses and rentals (63.74 per cent.). .. 


Net earnings ($1.820 per mile)..... 


Interest puid on bonds....... ........ : a ... $263,282 
Premium and discount.................. ci tues 3,067 
Paid for $5,000 bonds canceled........ / ie 5,970 
- 272,319 
Surplus for the year...... ...... $149,887 
GU hs SOO aks sovince sa¥budebccbsancabewaveos 91,686 
Total surplus to general account, July 1, 1880...... $241,567 


No comparisons can be made, as the company published no 
report for the preceding fiscal year. 


Mobile & Ohio. 


The thirty-second annual report of this company covers 
the year endiag June 30, 1880, during which the ome worked 
was the main line from Mobile, Ala., to Columbus, Ky., 472 
miles; the Columbus Branch, from Artesia, Miss., to Colum- 
bus, 14 miles; the Starkville Branch, from Artesia to Stark- 
ville, 11 miles, and the Aberdeen Branch, from Muldon, 
Miss., to Aberdeen, 9 miles, making 506 miles in all. 

The equipment consists of 75 locomotives; 28 passenger 
and 15 baggage, mail and express cars ; 716 box, 262 flat 
stock and 94 stock cars; 2 special coaches and 68 caboose 
and construction cars. uring the year 44 box, 23 flat, 7 
stock and 1 caboose car were added ; two heavy freignt en- 
gines were bought and six worn-out old light ones broken 
up. 

a hasaland grant, of which there was re- 
ported at the close of the year 1,164,659.49 acres on hand, 
whereof 520,503.60 acres were in Alabama, 641,897.39 in 
Mississippi, and 1,258.50 in Kentucky. The estimated value 
of these lands, including town-lots, was $602,688.96, The 
operations of the Land Department in a condensed form 
were as follows: 

Cash and land contracts on hand June 30, 1879. . 
Lands and town lots sold ......... 
Rents, timber sales, interest, ete 





eeoene $17,775.45 

cb ceneedea tony esee 20,125.40 

12,603.20 

dupa dbinde ebde.\wendaidwbaiawenes - 859,504.05 

none spews $13,027.22 

Purchase of $30,000 first-preferred deben- 
tures.... aivedebes eeeeeee. 20,400.00 


— 33,427 22 


(irinibacsemorioaconnvakewads $26,166.83 
Whereof $17,146.15 is in land contracts, $1,590.70 lodged 
with trustees of sinking fund, and $7,420.98 cash on hand, 
The low valuation of the land and the small sales indicate 
that the land grant is not to be an important source of rev- 
enue just yet. 
The general account is as follows, condensed: 
Stock ($10,515 per mile)... ............+-seceeees -» B5820,600.00 
Funded debt ($30,835 per mile)... 2.0.0... cceeee eens 16,250,000 .00 
Current debt, pay-rolls, balances, interest, ete... 160,115.83 
Profit and loss, general ate ; 582,8735.12 
sow Land Department 84,589.05 


Balance 


Total édindh Shp d> kee . $22,398,178 .90 
Cost of property ($38,822 per mile), 820,459,244 37 
Land Department, SE ae 705, 802.455 
Current assets, cash, materials and 
receivables oe 


ieeee . 778.743 8 
Special assets and accounts. 


364.208 .27 
— 22.508,178 90 
The cost of road includes the estimated cost of Cairo Ex- 
tension. ‘The special assets include a charge of $160,433.07 
to reorganization trust ; stocks and bonds valued atz&9,680, 
and a claim of &194,184.30 against tie Quartermaster- 
General of the United States, held in suspense. The funded 
debt is made up as follows: 


First-mortgage bonds of 1879,6 per cent............ .$7.000,000 
First-preferred income and sinking fund debentures. 5,800,000 
Second-preferred * 4 rs 1,850,000 
Third-preferred - - ed 600,000 
Fourth-preferred “ sd Ky ... 900,000 
Cairo Extension bonds, 6 per cent........ . ....... ..» 600,900 

DOOD a oss dacssynd poekoatoney, | vetcebegaganan $16,250,000 


The first-mortgage and Cairo Extension bonds, requiring 
$456,000 a year, are the only absolute interest’ bearing 
securities. The debentures receive interest only when 
earned, and the interest on them is not cumulative. The 
absolute interest hability is thus only $865 per mile of road 
(including Cairo Extension), though $1,951 per mile would 
be required to pay interest on the entire debt. 

The reorganization trust is still continued; its accounts 
are audited and settled to the close of the year, and it is 
charged with the balance of cash and securities remaining 
as theresult of its operations. 

The traffic for the year was as follows : 


Train mileage: STOO, 1878-79. Inc. or Dec. P. ec 


Passenger 404.743 360,681 1. 44.062 12.2 
Freight Joosese., Cae 617,540 1. 135,216 21.9 
Switching and ser- 
vice esaneewe SIO VTE 309,604 1. 1,372 0.4 
Total .. 1,468,475 = 1,287,825 1. 180,650 14.0 
Cost of motive pow- 


er per mile......... 19.7cts. 20.0 cts. 
Passengers carried. 238.960 188,089 


dD. 0.3 et. 1.5 
s 7 
Passenger mileage ..10,468,635 6,968,900 1. 
ae r I 
1 





Tons freight carried. $ » 246, 808 
Tonnage mileage... 80,406,765 58,339,708 
Bales of cotton car- 
ried (included in 
tons of freight) 
Av. train load: 
Passengers, numbe.. 25.86 19.32 I. 6.54 33.9 
Freight, tons ‘ 106.82 94.47 I 12.35 13.1 


Of the freight business 34.4 per cent. was of north-bound, 


29,067,062 


265,006 202,687 1 60,319 30.0 











and 65,6 per cent. of south-bound freight. The hauls are 
long on this road, the average distance each ton of north- 
bound freight was carried being 221 miles; south-bound, 
251 miles. Of passenger mileage 38.6 per cent. was of 
through, and 61.4 per cent. of local passengers; each through 
ssenger traveled an average of 125.2 miles, while each 
ocal passenger was carried an average of 31 miles. In 
1878-79 there wasa great falling off in traffic and earnings 
on account of the yellow fever, the operations of the road 
being so interrupted by quarantine regulations, that for two 
months trains were run only over part of the line. Com- 
pared with 1877-78, the increase in passenger mileage last 
year was 20.1 per cent., and in tonnage mileage 13.7 per 
cent., with an increase of but 0.6 per cent. in train mileage, 
The earnings for the year were as follows: 


1879-80. 1875-79, Increase, P.c. 
Passage... ...... . $308,216.77 $200,314.10 $107,902.67 87.2 
ere 1,772,984.23  1,444,737.02 328,247 21 22.7 
Mail and express. 75,046.02 69,654.87 5,391.15 7.7 
Miscellaneous. 38,368,67 25,914.24 12,454.48 48.1 


Total... ... $2,284,615.69 $1,830,620.23 $453,995.40 24.8 
Expenses 1,450,649, 88 1.268,741.26 190,908.62 15, 





Net earnings $824,965.81 $561,898.97 $263,086.84 46.8 
Gross earnings per 


OR 4,515.05 3,502.57 1,012.48 28.9 
Net earnings per 

ics oanci<e , 1,630.37 1,075.06 555.31 51.7 
Per cent, of exps 63.89 GE Ki dvnee debe ° 


In 1878-79 the old Gainesville Branch was included in 
mileage for part of the year. Last year all additions to 
property were charged to expenses; in previous years they 
were carried in a separate account, the amount in 1878-79 
being $182,410.29, which, if included in expenses, would 
have raised them to 79.27 per cent. of earnings. As com- 
pared with 1877-78, the gross earnings last year show an in- 
crease of $186,075, or 12.4 per cent,, and the net earnings of 
$224,952.49, or 87.5 per cent., making no allowance for im- 
provements to property. 

During the year 191,719 new ties were used and 4,002 
tons of steel rails laid, making 181!¢ miles of the main line 
now of steel. Additions to the shops at Whistler and Jack- 
son were built and other new buildings provided. A new 
wharf at Mobile has been built. The branches are being 
gradually improved. 

A settlement has been effected with the state of Missis- 
sippi, the state abandoning its claim under the Chickasaw 
school fund loan, in consideration of the company’s surren- 
der of its exemption from taxation. 

The suit of the Trustee under the mortgage of the old 
Gainesville Branch has been settled, and that line has been 
abandoned and the rails taken up. 

The suit of the Tennessee state bondholders has not yet 
reached a hearing. Pending the result in this and other 
cases, it has been deemed best not to make a formal close of 
the receivership. There are stiil a few bonds and claims un- 
settled, the holders of which cannot be found, The court, 
however, has made final orders barring the rights of the 
trustees under the old mortgages on condition of a deposit 
of money and securities mada by the company to meet these 
claims, should they ever be presented. 

Concerning the extension to Cairo, the report says: 

“The advantage of a direct communication with Cairo 
has been long foreseen, As early as 1870 it was determined 
upon, and preliminary but unsuccessful steps were then 
taken for its accomplishment. At that time a charter was 
obtained from the Legislature of Kentucky for a road, to be 
known as the Kentucky & Tennessee Railroad, wo extend 
from a point on the Mobile & Ohio Railroad to a point op- 
posite the city of Cairo. The Kentucky & Tennessee Rail- 
road Company was thereupon organized and issued $1,000,- 
000 of stock and $1,000,000 of 7 per cent. bonds, which is- 
sues, by contract, were transferred to the Mobile & Ohio Rail- 
road Company, accompanied by a lease to them at a nominal 
rent of said Kentucky & Tennessee Railroad, when com- 
pleted. After much negotiation and considerable expendi- 
ture, the efforts then made failed to achieve any result, but 
during the past year the following satisfactory negotiations 
have been entered into, which secures the speedy completion 
of the desired link: (1) The negotiation of %600,000 of 6 per 
cent. bonds, to mature in 1802, of the Mobile & Ohio Rail- 
road Company, known as Cairo Extension bonds secured by 
a pledge with the trustees of said Cairo Extension bonds of 
the $1,000,000 Kentucky & Tennessee Railroad stock and 
the $1,000,CO00 Kentucky & Tennessee Railroad bonds, and 
an agreement on the part of the Mobile & Ohio Railroad 
Company, appropriating the gross earnings of the said Ken- 
tucky & Tennessee Railroad to the payment of the interest 
and principal of said $600,000 bonds. (2) A traftic agree- 
ment with the Cairo & Vincennes Railroad Company, 
thereby securing for the Mobile & Ohio Railroad, among 
other undoubted advantages, a direct connection with all the 
east and west trunk lines. 

“The $600,000 were negotiated at 90 per cent., and the 
proceeds thereof are on deposit, available solely for the = 
pose of constructing the said Kentucky & Tennessee Rail- 
road, The road has been favorably located from a point on 
the main line of the Mobile & Obio Railroad, not quite two 
miles from Columbus, Ky., to East Cairo, a distance of about 
21'4 miles. The right of way and all required landing fa- 
cilities opposite Cairo have been secured, The alignment is 
good, no curve exceeding 3 degrees, and the ruling grades 
of the main line, v'z., 80 feet per mile south-bound, and 40 
feet per mile north-vound, have not been exceeded. 

“The extension through the town of Columbus and under- 
neath the high caving river bluffs was abandoned on ac- 
count of their formidable character, taken in connection 
with the undermining effects of the floods of the Mississippi. 

“Contracts for the construction of the road, etc., have 
been awarded at favorable rates, and the work is in full 
progress, and, it is hoped, will be completed by Dec. 1, 
proximo,” 


Colorado Steel Works. 

In a letter to the New York Tribune Mr. Z. L. White 
says: 

* A mile south of Pueblo, by the side of the Denver & 
Rio Grande Railroad, the great stacks of the new steel works 
are being set up, and already a little village clusters about 
them. ‘This is one of the most important of the new indus- 
trial enterprises of Colorado, The project is to manufacture 
steel rails from the iron ore found in so great abundance at 
Leadville. Last year, while visiting at that camp, the Lron 
Silver mine, old Mr. Stevens, who then owned one-half of 
it, remarked to me that if he had his mine in the East he 
would make a fortune out of the iron ore alone which it con- 
tained. He little dreamed then that within twelve months, 
some of the largest capitalists in the country, among therm 
| Mr. Jay Gould, General Palmer, President of the Denver & 
Rio Grande Railroad, and Col. Thomas A. Scott, would 





| ; 
| invest a million dollars in steel works for the purpose of 
1 


| utilizing the iron ore of Leadville in the manufacture of 
lrails. [| was told by a brother of the late Hon. Bayard 
Taylor, who is superintending the construction of the works, 
that no iron ore has been found in the United States better 
| adapted to the manufacture of steel. That of the Breece 
| mine shows 98 per cent. of oxide of iron, or 68 per cent. of 
i me‘allic iron phenomenally free from other troul 
some metals.” 
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Passes.— All persons connected with this paper are forbid- 
den to ask io passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tak RatLRoaD Gazetre. Communica- 
tions for the attention of the Editors should be addressed 
Eprirok RAILROAD GAZETTE. 


Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
omns We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, ete., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in valvond offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
vecially annual reports, some notice of all of which will 
S published 


THE IRREGULARITIES IN EAST-BOUND RATES, 


Although the irregularities of east-bound rates ve- 
cently, both in the amount of the reduction from regular 
ates and the quantity of traffic which they affected, 
have been greatly exaggerated in the newspapers, yet 
there is no doubt that they did only a few days ago 
threaten to demoralize the whole east-bound business. 
As to how these irregularities arose, even the best  in- 
formed persons differ. Some still persist in charg- 
ing them to the Grand Trunk, and this view was 
favored by the fact that the principal reductions were 
on shipments by ports to which the Grand Trunk car- 
ries most of its through shipments. But the indications 
are strong that the real difficulty was in the competition 
of the Erie and the New York Central for Boston 
and New England business, in which each throws 
the blame on the other, One of these three, or con- 
nections of these roads which they ought to be able to 
control, seems to have been very much to blame, by 
beginning a policy which might easily, and if not 
arrested promptly wovld certainly, have resulted in 
the loss of millions of dollars to the several roads. 

The imperfection of the organization for division of 
east-bound traffic (for it is in hardly better than a ru- 
dimentary state) leaves many of the roads over which 
the traffic passes all the interest they ever had in ef- 
forts to divert shipments to their lines; for the traffic 
is apportioned only among the initial roads. From 
Chicago, for instance, it is agreed that. the Michigan 
Central and the five other roads shall receive such and 
such percentages of the through shipments, and these 
roads therefore have no interest in soliciting business. 
They will much and no 


get so more in any 
event. But there is nothing to determine 
how much of the Michigan  Central’s 26 


per cent., for instance, shall go by the Great Western 
after it leaves the Michigan Central, how much by the 
Grand Trunk, and how much by the Canada Southern. 
Each of the three stands ready at Detroit to take the 
whole 26 per cent., and each works actively in the 





West to secure consignments by its road. Should 
they together secure 30 per ceuat. or 40 per cent. of the 
Chicago shipments, evidently the Michigan Central 
‘annot deliver it to them without exceeding 
its proportion, and yet these roads have never agreed 
to limit the amount of their business, and are as much 
entitled as ever they were to all the business they can 
get. And when we get to Buffalo, there are two other 
roads likewise interested in all the traffic they can 
secure by way of the Michigan Central, each with an 
organization und agents working to thatend, The 
apportionment at the Western traffic centres is only 
the first of a series of steps necessary to secure the end 
aimed at. Each road in each route all the way through 
to destination needs to have its share of the traffic 
allotted to it, that it may have no object in cutting 
rates and maintaining costly agencies for the purpose 
of enlarging or preventing its rivals from taking away 
its traffic from the pooling point. 
The troubles this year 

chiefly shipments to Boston. 
to Boston have never been in a 


began with and affected 

The live-stock shipments 
settled condition, no 
made, and the contract 
most complained of in the report of the Joint Execu- 
tive Committee, published on another page, is one 
made by the Erie for carrying hogs ata rate which Mr. 
Millis’s remarks indicate to be 5 cents per 100 Ibs, less 
than the regular rate. 


apportionment having been 


The other reductions, we understand, affected chiefly 
by way of Boston, and were 
and contracting to 


made 
carry 
through to Europe for rates which were generally 
about 5 cents per 100 Ibs, less than the sum of the rail 
rate and the rate at which the vessels were chartered. 


export grain 


by chartering vessels 


This business began at Boston and forsome time was 
confined to that place, but has been followed to some 
extent with regard to shipments by ports further north 
and by New York. The contracts we understand to 
for definite 
quantities, which would usually be dispatched by the 
end of this month. 


have been not for any given period, but 


The hog contract is said to have 
been for a year. 

How long ago these practices were begun it is not 
easy tosay, but probably, at least not to any consid- 
erable extent, not until August. Before the end of 
that month they may have affected a considerable 
portion of the shipments from one or two Western 
markets, as Peoria and Chicago, but the proportion of 
the whole traffic affected then, 
The report in the newspapers that within the week 
after the meeting of the Joint Executive Committee 
the roads took all the contracts they could get at a 
third or more less than 


was not large even 


regular rates seems to have 
foundation. So far there 
considerable contract 
made since that meeting. and we hear of no reduction 
of more than 5 cents per 100 Ibs, 


been wholly without 


is evidence of only one 
Generally the roads, 
and especially the Southern lines, have been pretty 
hard pressed with local traffic since the winter wheat 
harvest closed, and so they have not had the usual 
temptation to *‘ meet” cut rates in order to secure bus- 
iness, and the reductions had not yet become so general 
as to make them necessary everywhere, as, however, 
they soon would have been had not an end been put to 
the business. Another week and the least that could 
have resulted would have been a general reduction of 
rates from 30 and 35 to 25 and 30 cents. 

But although a good deal of recklessness was shown 
in making the railroad managers 
could not face the prospect, the almost certainty, of a 
general break-up of rates and the spoiling of the fall 
business, which, by the way, has been large and profit- 
able for three years past, when frequently east-bound 
shipments were unprofitable most of the rest of the 
year. Stockholders and the pubiic have learned to be- 
lieve that the railroad managers can avoid such a ca- 
tastrophe if they earnestly try, and they would be 
likely to hold them responsible should one occur. At 
all events, the meeting of the Joint Executive Commit- 
tee week before last has been followed by one of the 
trunk line presidents this week, in both of which de- 
cided action was taken to put an end to the irregulari- 
ties and restore rates. 


these contrasts, 


None of the contracts at reduced rates seem to have 
been induced by a dearth of traftic. Doubtless several 
of the roads could have carried more freight if it had 
been offered ; but this is a common condition in sum- 
mer, and there has been but once, if ever, a larger 
summer business, even from lake ports, than this year. 
The temptation seems to have been either to build up 
a special traffic, for which heretofore the opportunity 
was not so good—as in the case of the Grand Trunk 
with its new line to Chicago, or the Erie with its new 
connection to Boston and New England—or to prevent 
the building up of such a traftic, which would lead a 
company to do Boston business, forinstance, in prefer- 
ence to New York business at a larger profit, 
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The general prosperity of the railroads for the past 
year seems to have made some managers careless ; 
after years of wasteful conflicts, during which the 
opinion became common that it would be impossible 
to effect any practical coéperation concerning east- 
bound traffic, suddenly a beginning was made which 
down to this time has been so successful that too 
many of the managers seem to think that now 
the business will take care of itself, and that it 
does not much matter that the codperation is 
still incomplete, and a large number of com- 
panies still have as much interest as ever 
in diverting trafiic from other roads to themselves by 
all means in their power. It is to be hoped that the 
recent great danger, apparently narrowly escaped, 
will lead them to use every effort to complete the 
plan, so that the east-bound business may be as well 
under control as the west-bound, and a repetition of 
the irregularities of the past month or two be made 
impossible, as near as may be. 


Atlantic Grain Receipts. 


For the eight months from Jan. 1 to Aug, 28 receipts 
of grain of all kinds (flour not included) at the seven 
Atlantic ports have been as follows, in bushels, for the 
past five years : 


1876, 1877. 1878. 1879. 1850, 
New York.. 42,934,874 35,038,202 73,533,640 76,222,297 $8,815,671 
Boston...... 8,192,803 7,974,213 12,590,064 13,454,061 15,+81,138 
Portland... 1,72 ,442 766,443 1,500,754 1,032,879 1,928,040 
Montreal... 8,1*3,065 5,318,057 7,681,718 7,51%,110 10,528,019 
Phil'a. 21,495,000 11,746,670 25,446,810 2,202,500 31,571,435 






26:360,900 8702275) — BSBOR 41 
8,334,702 8,159,812 12,566,922 
Total. ..106,528,189 84,578,300 155,449,568 175,503,680 193,150,866 

The total receipts this year are 12.8 per cent. more 
than in 1879, 27.5 per cent. more than in 1878, 134 per 
cent. more than in 1877, and 86 per cent. more than in 
1876, 

The amounts received this year more than in each 


Baltimore.. 19.655,024 


18,522,784 
N. Orleans. 4,344,490 


5,212,951 





of the four preceding years, in the aggregate and at 
each leading city, have been : 
1879. 


22,557,177 


——.———-In 1880 more than in— 
1876. 1877. 1878. 
. 91,622,677 113,572,476 42,701,298 


Aggregate. 





45,877,297 





New York.. 53,777,379 15,282,031 2,593,374 
Boston . 7.688.245 7,906,925 3,290,184 2,427,077 
Portland.... . 195,498 1,157,497 422.186 891,061 
Montreal | 2.944.053 «5.209.062 2,846,301 3,009,909 
Philadelphia . 10,076,435 19,825,765 6,124,625 D. 631,365 
Baltimore . .16.208.717 17.340.957 9.502841 PD. 1,159,989 


New Orleans. 9,232,432 8,353,991 5,232,130 I. 5,4275110 

Of the total increase of 22,500,000 bushels over last 
year, 12,500,000, or five-ninths, was at New York. The 
next large gains were 5,400,000 at New Orleans, 3,000,000 
at Montreal and 2,400,000 at Boston, ‘Philadelphia and 
Baltimore losing a little. New York’s gain is wholly 
due to an immense increase in the canal deliveries. 

The percentages of the total receipts at each port 
have been, for the five years : 


1876 1877. 1878. 1879. 1880. 

= & . Sarees 40 3 41.4 47.3 43.4 44.8 
PE cscwiee whch bens 7.7 9.4 8.1 7.7 8.0 
Portland.... ‘ 1.6 0.9 0.9 0.6 1.0 
Montreal. Senden if i 6.3 4.9 4.3 5.3 
Philadelphia...... 20.2 13.9 16.4 18.3 15.9 
ee Pere Te 21.9 17.0 21.1 18.1 
New Orleans.........-- 4.0 6.2 5.4 4.6 6.9 
Total... ..100.0 100.0 100.0 100.0 100.0 


The gains in percentage since last year are at all 
ports except Philadelphia and Baltimore, but chiefly 
at New Orleans. Baltimore falls back 3 per cent., and 
Philadelphia 2.4. 

The percentages of New York compared with those 


of Philadelphia and Baltimore taken together have 
been : 

1876. 1877. 1878. 1879. 1880. 

New York papectscccnce G4 @S 2.6 2s 

Philadelphia and Baltimore 40.7 35.8 33.4 39.4 34.0 

The three cities...... ....81,.0 77. 80.72 82.8 78.8 


Only in 1878 has New York’s percentage been larger, 
or that of the other two cities smaller. 

The percentages of New York and Boston taken to- 
gether compare as follows with those of Philadelphia 
and Baltimore taken together : 





1876, 1877. L878. 1879 1880. 

New York and Boston...... 48.0 50.8 55.4 51.1 52.8 
Philadelphia and Baltimore. 40.7 35.8 33.4 39.4 34.0 
The four cities 88.7 86.6 88.6 90.5 86.8 


In 1876 the two northern cities received but 18 per 
cent. more than the two southern ones; this year they 
have received 55 per cent. more. 

In view of the reduced rates that been made 
on some shipments to certain ports, some special con- 
sideration of the rail receipts at leading ports may be 
interesting. 


have 


Down to Sept. 1, four days more than above, the 
receipts of grain at New York by rail and water have 
been : 





1880. 1879. Inc. or Dec. P.c 

By canal.... .. 40,091,422 . 17,899,239 80.7 
i eee 49,435,559 5,045,961 9.3 
CORBCWIBG ...06 000 cee 169,331 31,825 23.2 
, ee Pee .. 89,696,313 76,811,209 I. 12,885,104 16.8 


Thus while there has been an increase of more than 
a sixth in the total New York receipts for the eight 
months, there has been a decrease of an eleventh in 
its rail receipts. 
































SEPTEMBER 10, 1880] 


THE RAILROAD GAZETTE. 


481 








The rail receipts of the 
period have been 


four leading ports for this 





1880. 1879. Inc. or Dec. P.c. 

New York........ 49,435,559 54,481,520 Dec, 5,045,961 9.3 
Baltimore.... .... 35,210,061 37.570,690 ‘* 2,360,629 6.3 
Philadelphia . 31,838,605 32,159,961 ‘ 321,356 1.0 
Se ee 15,911, 838 13, "454, ‘061 Ine. 2,457,777 18.3 
The four ports. 132, 32, 396, 063° OLE 137,66 666,232 232 Dec. 6, 270, 169 3.8 


It is remarkable that there should have been so 
great an increase at Boston while everywhere else, 
and especially at New York, rail receipts have de- 
creased. 

Taking New York and Boston together, and com- 
paring with the other two ports, we have : 


1880, 1879 Decrease. P.c. 

New York and Boston.... 65,347,397 67,935,581 2,588,184 3.8 
Philadelyhia and Balti- 

ne iret eee 67,048,666 69,730,651 2,681,985 3.8 


Here 1 we see comparatively little change, and little 
difference between the amounts received by rail at 
each pair of cities. New York’s exceptional decrease 
is made up by Boston’s exceptional increase. 

To fix more closely the time when Boston’s receipts 
increased most, we take the rail receipts of July and 
August by themselves, as follows : 











1880. 1879. Ine. or Dec. P.c. 
New York.......... 13,540,018 15,067,388 Dee, 1,727,370 11.5 
Baltimore........... 14,159,843 13,157,740 Ine. 1,902,103 : ’ 
Philadelphia... . 9,468,895 9,126,341“ 342,554 
Boston.............. 5,484,247  3,056,12: ” sa 38. 6 
Total..... . . 42,453,003 41,307,592 Inc. 1, 145,4 411 2. 


Thus, with an increase of 2.8 per cent. in the rail re- 
ceipts of the four ports for the two months, there has 
been a decrease of 1144 per cent. in the New York re- 
ceipts, and, with insignificant increases at Baltimore 
and Philadelphia, the very large increase of 3814 per 
cent. at Boston. Boston’s increase is considerably 
more than the aggregate increase of the four ports, 
and, as it has access to no source of supply at this time 
of the year to which New York has not at least equally 
good access also, the change requires explanation. 
Before July the Boston receipts had increased some- 
what faster than those of the other ports, but its whole 
gain in those six months was less than a millioh bush- 
els, against 1,528,000 in the last two months. 

Before June the Chicago & Grand Trunk was under- 
stood to be making slight reductions from regular 
rates to attract shipments, and this would have affected 
Boston and Portland receipts chiefly. But all this was 
to stop in June, when the road agreed to accept what- 
ever percentage of the Chicago shipments the arbitra- 
tors might award it, dating from Junel. The fact 
that since then special rates have been made by way 
of Boston, and to a less extent by way of other ports, 
doubtless explains this exceptional increase. 


The Severance of Freight Trains. 


Most people who are inexperienced in railroad mat- 
ters, and, in fact, many who are experienced but who 
have not investigated the subject, are surprised to 
hear that there are nearly twice as many ‘rear col- 
lisions,” that is, collisions of trains running in the 
same direction, as there are of those running toward 
each other, or ** butting collisions,” as they are called, 
In fact, there are more accidents caused by rear col- 
lisions than from any other one cause, as is shown in 
the summary of train accidents for the last seven 


years, published in the Railroad Gazette of 
Jan. 30 of this year. In that summary 6,987 
accidents are reported, of which 1,125, or over 


16 per cent., were * rear collisions,” and 639, or over 
9 per cent., were “butting collisions.” There are seve- 
ral reasons for the preponderance of the former. In 
the first place, a double track eliminates almost entire- 
ly the danger of the latter, and the risk of the former 
is very much increased as traffic and the number of 
trains increase. The severance of trains is due to the 
increase in their size, and the weight of locomotives 
has also added another cause, or rather made an old 

cause more prolific of rear collisions. The following 
report of such an accident from the New York Herald 
of last Sunday, is an illustration of an accident of this 
kind, of which hundreds occur annually : 

At half-past five o’clock yesterday morning, soon after 
passing Montrose station [on the Hudson River Railroad), 38 
miles from the city, the Albany train, which was ahead and 
drawn by locomotive No. 543, broke in two, and seven cars 
including the caboose, loaded with general freight, stopped 
or nearly stopped on a curve in the road. Before the proper 
signals could be got out the Troy train came thundering 
around the curve. The engineer had only time to close the 
throttle valve and jump for his life, the fireman following 
his example. The crash came in a second, and seven cars 
were reduced to kindling wood. 

From an officer of the Erie Railroad, we also learn 
that on that line there is more damage done by acci- 
dents caused by trains breaking in two than from any 
other one cause. So frequent were they, that a special 
circular was issued requiring train-men to report in 
great detail the causes of such accidents. Quite 
curiously, there is hardly anything which the average 
train-man dislikes so much as the making of a de- 
tailed report of anything. It bears somewhat the 
same relation to him that the copying of a specified 


‘his year, however, 





number of pages of the history of the United States, 
does to school-boys when imposed as a punishment. 
The consequence is, that whenever a_ cause 
which produces frequent accidents is known to 
exist, the latter may be very materially diminished if 
an order is issued requiring a specific report of such 
accidents to be made out in the form of answers to a 
number of pertinent questions appended to the order, 
Rather than make a report of this kind, and incur the 
risk of censure, train-men will try and prevent the ac- 
cidents. While such a step undoubtedly has a salutary 
effect, it should be kept in mind that there are other 
causes over which the train-men have no control which 
are the frequent occasion of the severance of freight 
trains. Among these is the condition of the track and 
of the draw-gear of cars. The want of correct vertical 
alignment of the track due to the settlement of embank- 
ments, and the gradual variations in the grade line in- 
evitably result, if the work of the track-men is not sub- 
ject to instrumental inspection. 

There can be no doubt, though, that the chief cause 
of the severance of freight trains is the common-sense 
one, that the couplings and draw-gear are not stroug 
enough, On the Erie road, the coupling links and pins 
have both been increased in size, as they have been on 
other roads; and the draw-gear yenerally has been 
strengthened. This process is going on all over the 
country. Probably in no other department of railroad 
operation is the law of the survival of the fittest applied 
more promptly and inexorably than it is to the draw- 
gear. To pull out a whole draw-bar by the roots, as it 
were, is a daily occurrence; and in this way the 
large trains on many roads are reforming the 
old weak contrivances out of existence. Neverthe- 
less, there is the fact that there are two systems 
of constructing the buffers of freight cars which 
differ from each other so radicaily that the two can- 
not be used together without running very great 
danger to those who must couple the cars. There is 
for this reason the most urgent need for some kind of 
cooperation among railroad officers to bring about an 
agreement, which will lead to both uniformity and 
improvement in the construction of this part of freight 
cars. Every plan for doing this, which thus far has 
been proposed, has been futile, and apparently all that 
can be done now is to bring the subject frequently to 
the notice of railroad managers, so that they may be 
impressed by its importance, and led to take some 
steps toward reform, At present, train-men are being 
killed and maimed by hundreds annually. <A large 
proportion of these accidents are preventible—a fact 
which the public will some day find out—and it is 
quite certain to raise a storm of indignation which 
railroad companies will be compelled to face. — It 
would be better for them, and better for the poor 
wretches who are crushed and maimed needlessly, 
that the subject should receive the attention which its 
importance demands as early as possible. 


Petroleum Exports. 


For the eight months ending Aug. 28 petroleum exports 


for ee past; five eae have been, in gallons : 
78. 1879. 1880. 
160, O77. 3093 230, HEE 850 194 000.219 244,021,977 218,084,760 


This year’s exports are, therefore, 10 per cent. less than 
last year’s and about 5 per cent. les; than those of 1877. 

The decrease in August, however, is not as great asvit has 
been in some previous months since the decline began, as 
will appear below, where the monthly exports are given : 


1878, 
16,174,536 


1876. 
28,844,053 21 


1s7. 
14,353 BU, 
, 


LDS. 


January.. .... 








February....'.. 12,607,705 15,262,014 1/,1385,01- 

ee SOR? 12,554,768 * 19°343/264 28)830;7 
eee 15,125,201 2 21,252,212 

rer? 14.257,2% a, 401, fra to 14,666,948 2: 
RD Sisencaeste 23, 168,163 42,646, 87S 82,102,217 43 y 
Sere 25,947,577 35,805,249 ¢ "048-352 43in1: 30,327,358 
August......... 27,5871: 43 87.2 IAT 542 38AR4,772 42 066, 364 35.014, 697 


Thus the movement usually has been an increase from 
January on—frequently twice as much in June asin January. 
the January shipments were exception 
ally large, and at the end of the first quarter of the year the 
exports were nearly 30,000,000 gallons, or nearly 50 per 
cent. greater than in the corresponding quarter of last 
year. After that there was a great decrease, the 
April and May exports being nearly 40 per cent, less 
than last year, and the May exports being the 
smallest made since February, 1877. It was not 
until near the end of June, however, that the exports for the 
year became smaller than last year. June exports were 35 
per cent., July exports 31 per cent. and August exports 141» 
per cent. less than last year, when, however, the exports 
were much the largest ever known. This year the August 
exports were two and a third times as great as the May ex- 
ports, and have been exceeded this year only in January. 
The movement, therefore, appears to have pretty fully re 
covered since the May depression, which was probably due 
to excessive exports during previous months. 

The petroleum exported (the exports to Canada are not 
included above, only those from Atlantic ports) is all 
brought to the Atlantic by rail, most of it 400 to 600 miles; 
a part only 150 to 250 miles. It was formerly a very profit- 
able traffic, but we believe that it is now carried at such 
rates that the railroads do not feel that its total loss would 
be a very serious disadvantage to them. The exports for 











the eight months this year are sail to about 620,000 
tons, or to about one-fifth of the weight of the grain that 
arrived at thefour leading Atlantic ports during the same 
time. 

The decrease in petroleum exports has been almost wholly 
at Philadelphia and Baltimore. New York has exported 
nearly as much as last year and a larger proportion of the 
whole than ever before. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Chicago, Burlington & Quincy.—The Mt. Ayr Branch is 
extended from Reading, Ia., southwest to Grant City, Mo., 18 
miles. The Bethany Branch is completed from Davis City, 
Ia., southward to Harrison, Mo., 22 miles. 

Chicago, Rock Island & Pacific.—The Griswold Branch 
is completed from Atlantic, Ia., south by west to Griswold, 
14 miles. 

Houston & Texas Central.—The Texas Central Branch is 
extended from Whitney, Tex., west by north to Hico, 47 
miles. 

Texas & Pacific.—Extended from Brazos Crossing, Tex., 
westward 41 miles. 

Burlington, Cedar Rapids d& Northern.—The Pacific 
Division is extended from Holland, la., northwest 12 miles, 

Sharpsville,-—Track has been laid on the Gilkey Run 
Branch from near Carbon, VPa., to the Pierce Coal Com- 
pany’s mines, 1.36 miles. 

Fort Huron & Northwestern,—Extended from Minden, 
Mich., north by east to Sand Beach, 1414 miles, 
feet. 

Western & 


Gauge, 3 


Atlantic.—Track laid on a branch from near 
Cartersville, Ga., to iron-ore beds in Bartow County, 4 
miles. Gauge, 5 feet. 

Denver, South Park & Pacific.—Track of the Gunnison 
Branch has been extended from Hortense, Col., west to Hey- 
wood Springs, 7 miles. Gauge, 3 feet. 

International & Great Northern,—Extended from Austin, 
Tex., southwest to Onion Creek, 15 miles. 

Atchison, Topeka & Santa Fe.—Extended from Socorro, 
N. M., southward 10 miles. 

Southern Pacific.—Extended eastward to the New Mexico 
line, 39 miles. 

St. Paul, Minneapolis d& Manitoba.—Track is laid on the 
Broww's Valley Branch from Morris, Minn., west to Wheeler, 
7 miles. 

This is a total of 246!, miles of new railroad, making 8,196 
miles thus far this year, against 1,708 miles reported at the 
same time in 1879, 1,160 miles in 1878, 1,176 miles in 1877, 
1,467 miles in 1876, 702 miles in 1875, 1,006 miles in 1874, 
2,455 miles in 1873, Bie 4,498 miles in 1872, 


THe New York CENTRAL’S AUGUST EARNINGS are larger 
than those of any of the previous ten months of its fiscal 
year, but the increase over last year is not so great as it waa 
in July, June, April, January and December, which is to be 
accounted for partly by the fact: that August earnings were 
large last year also. The total earnings for the eleven months 
of the fiscal year amount to $80,175,286, and this makes it 
certain that the year’s gross earnings will exceed the estimate 
of $32,500,000 that has been made. 
usually larger than August earnings, and the latter were 
$5,022,854. It may be expected, therefore, that the year’s 
earnings will somewhat exceed $38,000,000, The largest 
heretofore were $31,650,000, in 1873-74. The percentage of 
increase for August is 18.7 and for the eleven 
months 18.5 per cent. The increase in passenger earnings is 
12 per cent. ; in freight earnings, 21.8 per cent. The increase 
in July was 15 per cent. in passenger, 39 per cent. in freight 
and 30!, per cent. in total earnings, but the comparison then 
was with an unfavorable month last year. For the entire 
eleven months the increase has been 10° per cent. in passen- 
ger, 24 per cent. in freight and 5!¢ per cent. in miscellaneous 
earnings. 


September earnings are 


per ceut., 


The largest percentages of increase in earnings this year 
were in June and July, when rates were very bad and earn- 
ings light last year. The increases and percentages of in- 
crease in the several months have been : 


Amount. Pie Amount, 


October . $127 584 4.6 April $567,008 25.6 
November 234 518 0.1 May B20,.087 15.0 
December GOR O51 27.5 June.. 630,654 51.1 
January DOB SOL 25.2 July OO8804 30.5 
February LOG 927 4 ’ August 176.826 18.7 
March 380,445 155 


Aside from general causes, at as the greater prosperity, 
causing more local traffic and travel, which have extended 
most of the year, but especially since January, there 
have heen special causes affecting the carnings of certain 
December and January last year, 
were reduced by snow blockakes, thus making 
the increase greater this year. Then after February last 
year until August very low rates on through east-bound 
freight prevailed, becoming lowest, probably, in May and 
June. Traffic was lessened somewhat this year in May by 
the earlier opening of the canal. 

The percentage of increase cannot be expected to keep up 
much longer, large after this time 
last year, and for two years previous, But passenger traffic 
increase much this year until after January, and a 
continuance of earnings from this and from local 
freight may be expected for some time yet. 


over 
months. The earnings of 
for instance, 


because earnings were 
did not 


larger 


Water Rates have changed but slightly during the 
past week. Lake rates are a quarter of a cent lower, 
and have been nearly the whole week, namely, 4 cents 
a bushel for corn and 4! for wheat from Chicago 
and Milwaukee to Buffalo. Canal rates are higher 
than we reported them for Tuesday of last week, 
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which rates, however, were much lower than before 
or after. Wednesday of this week they are quoted at 54 
cents a bushel for corn and 5% for wheat from Buffalo to 
New York, and the variations from these during the pre- 
vious week were hardly more than } cent a bushel at any 
time. 

Ocean rates have been’ pretty steady, but fell off within 
the last few days. Tuesday, of last week, they were!6)<d., 








@6\sd, per bushel by steam from New York to 
Liverpool. Since Sunday, they have been 6d. 
generally, and Wednesday, of this week, were 
quoted at 5%, Rates to London have been 
less than to Liverpool, contrary to the 
usual course. Charters for sailing vessels from 
New York to Cork for orders were made Wednesday 
at 5s. per quarter, equivalent to 7!¢d. per 60 Ibs. 


At the same time charters were reported from Phila- 
delphia at 4s, 6d. and 4s. 9d., from Baltimore at 4s. 9d., and 
from San Francisco at 61s, 6d. to 65s., the latter equivalent 
to about 38 cents a bushel, which is about 9 cents more than 
the present cost of sending grain from Chicago to Cork by 
water. 

Lake and canal rates are lower than they have been most 
of the season, just at the time when they might be ex 
They are also lower than at this time in 
1879 and 1878, when rail rates were the same as now. 
The water rates for the three years have been, in cents per 
bushel : 


pected to rise. 


1878. — ——1879.—— So, L8HO. 

Corn.Wheat. Corn. Wheat. Corn. Wheat, 
Lake 144 5 5 4 la 
Canal.... ......0..5. OM 8 6 7 5M 5% 
Ocean (steam)...... 114% 12 124% 13 11% 12 


The greatest change is in the canal rates, which, in the 
dullest of years, have scarcely ever been so low in September. 
The lowest average September rates (for the whole month) 
heretofore were 5.6 cents for corn and 6.2 for wheat, in 
1876. There is, however, time enough for thisaverage to be 
reached and passed this year yet. Meanwhile there are 
very large canal shipments, and the supply of boats evi- 
dently is very large, else the rates would be forced up by 
the pressure of traffic, 


Gontributions. 
The Gotthard Railroad in Switzerland. 


BY GEO, J, SPECHT, C, E. 


One of the greatest engineering works at present in course 
of construction is the Gotthard Railroad in Switzerland, 
which includes the longest railroad tunnel in the world, and 
besides this, some of the most remarkable features of mod- 
ern railroad location. The railroad line which leads to and 
from the tunnel has so many interesting and novel works, 
that an apology is hardly needed for giving a short account 
of it. The tunnel, being the most important work, was 
first located ; its highest point is 3,785 ft. above the sea 
level; the beginning and terminus of the railroad are 1,365 
ft. and 700 ft. above the sea level, respectively. The nature 
of the country is such that a great height has to be over- 
come within a comparatively short distance, thus involving 
a steep grade for those parts of the line. After the location 
of the tunnel was once decided, there was only one valley on 
each side of the Gotthard Mountain to build the railroad 
through, i. e., on the northern side the Reuss Valley and on 
the southern side the Tessin Valley. Both valleys are simi- 
lar in their general character, inasmuch as there are no 
cross valleys, branching off from the main valley, which 
eould be made available for the development of the railroad 
line; they are both enclosed by high and precipitous moun- 


tains, which have an average slope of 30° to 45°. The 
Reuss Valley is, in its northern part, rougher than 
the Tessin Valley, and is very much exposed to 


avalanches, which sometimes fill the whole valley, carrying 
with themselves everything which is in their way, destroy 

ing the oldest and largest trees as well as human and arti- 
ficial structures, burying men and animals, filling up the 
river and stopping the water, so causing the upper land to 
be overflowed, One who has never witnessed these ava- 
lanckes cannot understand the great danger they are for 
the inhabitants of the poor valleys. There are two different 
kinds of avalanches; the one works by its great masses of 
snow directly; the other is dangerous by its immense air 
pressure; the latter is more dreaded because the extent of 
its influence is not as easily determined beforehand. 
While the first kind (“‘Grundlawinen ”) follow every spring 
one and the same ravine or course, and vary only in the 
breadth and length according to the amount of snow fallen 
in the previous winter, and their probable extent is mostly 
known by experience, the effects of the second kind (‘* Stau- 
blawinen”) cannot be predicted so certainly. In the Reuss 
valley was one of this class, which carried whole houses for 
more than 800 feet up hill by mere force of air-pressure, its 
beginning being more than a mile distant from the houses, 
These avalanches are a very formidable enemy to the peace- 
ful, industrious, hard-working and easily-contented inhabi- 
tant of these Swiss valleys. But these are not all; they 
have the sometimes more fearful, and especially less ex- 
pected, ally of the land or mountain slides. These are not 
limited to certain seasons of the year, as the avalanches are, 


but may happen at any time. A little crack in the 
rock of the steep mountain side above the peaceful 
village may be the cause of a most terrible disaster. 


The little rain-drop falling into the crack, when trans- 
formed into ice, enlarges the crevice, forms new ones, more 
water is allowed to enter, it freezes again during the long 
winter, adds more and more to the internal destruction of 
the solid-appearing mountain, until it finally has prepared a 
large mass of rock to sever its connection with the mountain, 
and to roll down with fearfully-sounding voices upon the 





harmless inhabitants, covering their green meadows and 
burying their houses and homes. The third in this unhappy 
alliance is the great water spouts, which are similar in effects 
as the two former ones. It is really astonishing why men 
live in such parts of the country, where they are constantly 
exposed to such enemies, which cannot successfully be 
conquered, and where they have but small patches of ground, 
sometimes hardly more than one or two acres, and hardly 
sufficient to keep them from starving. The Reuss and Tessin 
Valleys are both well known to the tourist, as the principal 
stage-line between Switzerland and Italy runs through them; 
the Reuss Valley ascends from the romantic Lake of the 


Four Cantons—on whose border the so-celebrated Mount | 


Rigi lies; and the Tessin Valley empties into the lovely Lago 
Maggiore, with its charming Boromese Islands. 

The total length of the Gotthard Railroad, when com- 
pleted in its entirety, will be 159 miles, of which the two 
divisions, Biasco-Locarno and Lugano-Chiasso, with an ag- 
gregate length of 3914 miles, have been completed since De- 
cember, 1874. According to the nature of the country, the 
line can be divided into five distinct divisions, the two lower 
or valley lines, the two mountain lines or ramps, of which 
figs. 1 and 2 are profiles, and the great tunnel itse:f, 

The northern valley line traverses more or less undulating 
country. After leaving the little town of Arth, 1,365 ft. 
above sea level, on the border of the lake of Zug and at the 
foot of the Rigi (Arth is the starting: point for the Arth-Rigi 
Railroad), the line passes through the renowned Goldau land- 


slip, which buried four villages within three or four minutes | 


on the 2d of September, 1806, and whose immense boulders 
of sometimes 4,500 cubic yards content awaken the curiosity 
of the Rigi tourist. The formation of the Rossberg, from 
which the slip originated, is such that a new slide may be ex- 
pected at any time; therefore it was at first intended to pass 
the mountain by a tunnel of 8,250 ft. in length, but now it 
will be passed with an open line witha grade of 63.25 ft. 
per mile and with only three small tunnels of an aggregate 
length of but 965 ft. Atthe delightfully-situated village of 
Brunnen the railroad line reaches the shore of the lake of the 
Four Cantons and now runs along the most beautiful branch 


of this lake known as the lake of Uri, celebrated by 
the tales of William Tell. The shore from Brun 
nen to Fiuelen consists for two-thirds of its length of per 
pendicular mountains, the lake being 620 ft. deep. It is 


here where the celebrated Axen road is built. 
between Brunnen and Fluelen is about 6.6 miles long and 
runs for 48 per cent, of its length, 7. e., 17,400 ft. in tunnels, 
nine in number, of which the longest is 6,350 ft. and the sec 
ond 357 ft. long; all of them have to be arched with mason 
ry, as the rock, lime and sandstone of the Jura and Tertiary 
formation is too much decomposed to stand without. The 
line is about 30 ft, above the lake. The tunnels are mostly 
worked by side drifts, from which the material is dumped 
directly into the lake. 


The railroad 


After these many tunnels are passed, a still greater diffi 
culty represents itself to the engineering skill; this is the 
** green-back,” which has been dreaded by the inhabitants 
for hundreds ef years, because it annually carries down 
great masses of earth and stones, and gains in extent every 
year. In four large freshets it brought down more than 
284,000 cubic yards and covered more than 50 acres of fer 
tile land. ‘The first plan to cross this torrent was to build a 
tunnel under the bed, which would have been 4,170 feet 
long, but this radical remedy proved to be too expensive. 
The line is now built closely along the border of the lake, 
and the green-back will be confined by strong embankments 
in asolid bed, and large artificial reservoirs will be con- 
structed to catch the detritus. A bridge 164 feet long will 
span the new bed. 

After passing this dangerous torrent the station Fluelen is 
reached, being located at the head of the lake of Uri, where 
quite extensive harbor improvements are made, which are 
very expensive on account of the great depth of the lake. 

From the station Fluelen, 1,422 ft. above sea-level, to the 
mouth of the great tunnel, 3,645 ft. above sea-level, the rail 
road has te gain a height of 2,223 ft.: the valley between 
these two points has a length of about 18'¢ miles, which 
would give a uniform grade of 120 ft. per mile; but to build 
the railroad with such a grade is out of the question, as the 
natural fall of the valley is not equally divided over its 
entire length. The first division of the valley, from Fluelen 
to Erstfeld, is 6.25 miles long and has an average grade of 
15.8 ft. per mile; the second division Erstfeld to 
Amsteg is 3.5 miles long, with an average grade of 63.3 ft. 
per mile ; on the third division, from Amsteg to Pfaffen- 
sprung, the grade is 185 ft. per mile fora lengthof 4.40 


from 


miles. 
ft. per mile, and commences at Erstfeld, the beginning of 
the northern ‘“‘ ramp.” It 
side of the ‘‘ Windgalle” and near the romantic 
village of Amsteg the wild cafionof the Kerstelenhach, 
coming from the glaciers of the Maderauer valley, 


crosses 


on a 


bridge of two spans of 185 ft. and 154 ft. length respectively, | 
The railroad 


and 197 ft. above the bottom of the cation. 
makes a sharp curve and runs then along the steep and rocky 
side of the gigantic Bristenstock, which is the source of the 
largest avalanche of the whole valley, the so-called ‘ Bris- 
tenlaui,” which sometimes is 2,000 ft. wide and very danger- 
ous. The railroad goes under it, partly in a tunnel 920 ft. 
long and partly ina gallery made of iron and 1,130 ft. long; 
then it crosses the river Reuss at its narrowest place, 10 ft. 


above the river on a bridge 254 ft. long, and remains then | 


on the left slope of the valley, running through four tunnels 
of an aggregate length of 1,070 ft. and over half a dozen 
bridges of from 26 ft. to 130 ft. in length. When passing 
Amsteg the railroad was 180 ft. above the bottom of the 
valley, but it soon reaches the very bottom itself near the 
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The maximum grade of the railroad is fixed at 137.2 | 


runs along the steep mountain | 
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Pfaffensprung, where the valley ascends very steeply—too 
steeply for the railroad to follow. 

The leading principle according to which the line was lo- 
cated was : to follow the natural grade of the valley as long 
as possible and as near to the bottom of the valley as possible, 
inasmuch as the difliculties in building on so steep a slope 

| increase rapidly with the height above the river, and to con- 
centrate the development at few points, where there are 
breaks in the grade of the valley. As there are no cross 
valleys where the necessary length could be found, it had to 
be obtained inside of the mountains. 

Just below the Pfaffensprung, where the railroad 
reaches the bottom of the valley, the river is 2,500 ft. above 
the sea level ; at the highway bridge near Wattingen, 2,920 
ft., and at the mouth of the Goschenen-Reuss 3,510 ft. The 
fallof the valley in the lower portion of this division is 216 ft. 
per mile ; in the upper division it is 285 ft. per mile, which 
grade, of course, is not equally distributed over the whole 
Above Goschenen the fall of the Reuss is 704 ft. per 


length. 
mile. 
Both sides of the valley above the Pfaffensprung are very 
| steep and crowned with perpendicular mountains. At the 
| Pfaffensprung the most interesting part of the line com- 
mences ; of which fig. 3isaplan. Hereis the “ triple loop.” 
As before mentioned, the railroad reaches at the Pfaffen- 
sprung the bottom of the valley, which now ascends with too 
steep a grade to be followed by the railroad. According to 
| the above principle the tine here makes a sharp turn to the 
right and enters the mountain at A fig. 3. only a few feet 
above the Ruess and describes a spiral line, of which 245° 
are in a tunnel of 5,000 ft. length. The curve of this 
tunnel is a compound curve of three different radii of 920 ft. 
985 ft. and 1,640 ft. respectively. The railroad 
self at B, 172 ft. above and opposite the tunnel entrance. 
This interesting part of the line is the first one 
of the so-called ‘raising curves” or *‘ development curves ” 
(Hebungscurven), of which novel engineering features the 
Gotthard Railroad has seven altogether, The grade in these 
circular tunnels is reduced’ to 121.25 ft. per mile, After 
having pasced this first raising curve the line runs then along 
steep mountain sides, where immense bowlders are scattered 
all over; it passes through two more tunnels, C’ and D, of 
278 ft. and 1,000 feet length, respectively, and crosses for 
the first time the Mayen Reuss, a tributary to the Reuss, on 
a bridge of 164 ft. span and 82 ft. height. The line then 
passes below the village Wasen, crosses the course of the 
Entschig avalanche in a gallery of strong masonry 288 ft. 
long. This avalanche, in connection with the frequent land- 
slides occurring at the same place, is very dangerous; in 
1876 the whole valley was filled up with masses of detritus 
(not less than 5,500 cubic yards) within a few minutes. The 
railroad has now again approached the bottom of the valley 
and is not able to follow the grade of it; it crosses the Reuss 
at Hon a bridge of 131 ft. span, turns then toward the east, 
and enters the second circular tunnel at Ff, or raising curve, 
| the Wattingen Tunnel, of 3,570 ft. length; the curve has a 
radius of 985 ft., and describes 210° of a circle. The line 
having now turned to ths north—the opposite direction to 
what it came—recrosses the Reuss on a bridge 130 ft. long, 
enters a tunnel of 980 ft. length under the very dangerous 
avalanche of the Rohrbach, and reaches the station behind 
the small village, Wasen. The two lines of the railroad ap- 
proach each other within 246 ft., while their difference in 
height is 141 ft. Leaving the station the Entschig 
| avalanche is crossed the second time in a tunnel 200 ft. long; 
| then follows the second bridge across the Mayen Reuss, of 
three spans of 98 ft., 131 ft. and 98 ft. in length respectively, 
and 262 ft. above the bottom of the gulch, after which 
crossing the third and the 
“ Leggistein Tunnel ” of 3,605 ft. in length is entered; it also 
has a radius of 985 ft., and descrizes again 210° of a circle, 
After passing this tunnel, the line has again obtained a di- 
rection to the south, passes the third time the Mayen Reuss 
on a bridge 180 ft. long and 160 ft. above the bottom of the 
gulch, and enters immediately another tunnel 253 ft. long. 
The Entschig avalanche is then crossed the third time in a 
gallery 321 ft. long. Nearly opposite to the Wasen station, 
the three lines of the railroad are allon one and the 
|same side of the valley, one above the other, and from the 
| highest to the lowest lines there is a horizontal distance of 
only 894 ft., but a difference in height of 426 ft. After 
crossing two other ravines and avalanches on bridges of 230 
ft. and 181 ft. long respectively, the line enters the Rohr- 
bach-Naxborg Tunnel, 5,150 ft. in length, which tunnel was 
| necessitated by the great number and extent of the ava- 
lanches crossing the line of the railroad. Having passed 
| this tunnel, the line runs for 6,500 ft. along a wild and steep 


crosses it- 


‘raising curve” commences 








| mountain slope, crosses then the stage road ‘‘ en niveau,” 
then the wild Goschenen Reuss on a bridge of 214 ft. span 
| and 130 ft. height above the bottom of the ravine, and finally 
enters the Goschenen station, 3,645 ft. above the sea-level, 
thus having reached the northern entrance of the Gotthard 


| Tunnel. 
Airolo is the name of the little village in the Canton Tes- 
| sin, near which the great tunnel ends; it is situated at the 
| point where the river Tessin makes a sharp bend, and is 
3,755 feet above the sea level. The Tessin Valley is differ- 
ent from the Reuss Valley, inasmuch as its grade is not so 
uniform, comparatively speaking, as is the latter’s; it is di- 
vided into five different divisions. The total distance be- 
tween Airolo and Biasco—the beginning of the Tessin Val- 
ley Railroad—is 21.6 miles, and the difference in height be- 
| tween these two points is 2750 feet, the average grade, there 
fore, is 180 feet per mile, which, however, is not evenly dis- 
tributed. The first division from Airolo to Dazio Grande 
has an average fall of 82 feet per mile; the fall in the upper 
' part of the second division near Dazio Grande is 262 feet in 
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2,100 feet distance, i, e. 424 feet per mile; in the whole 
length from Dazio Grande to near Polmengo the grade is 
870 feet per mile; the third division has a fall of 111 feet 
per mile, while the fourth division is again short and steep, 
having a fall of 828 feet in 3,170 feet, i. e., about 550 feet 
mile. The fifth division has again a more moderate fall 
first, 148 ft. per mile, and then 58 ft. per mile. The moun- 
slopes of the valley are of such a nature that it would 
» @ practicable to build a railroad with the one uniform 
grade of 180 feet per mile; but the only reasonable and feas- 
ible line is that which remains as long as possible on the 
bottom of the valley and descends the sudden breaks 
in the natura) grade of the valley by development of 
the line, which here again—on account of the total absence 
of lateral valleys—must be obtained inside of the mountains; 
the only remedy, therefore, is again the “raising curves,” 
which here are still more interesting than those in the Reuss 
Valley. The Tessin Valley is wider than the Reuss Valley, 
has not as many andas dangerous avalanches, but has equally 
as steep mountain sides. The gorge of Dazio Grande, where 
the Tessin has worked itself deeply into and through the 
Monte Pioffino, is one of the wildest in Switzerland. There is 
nothing in this gorge beside the river but the 1,000 ft. high 
perpendicular mountains, and the stage road, which leads 
through it, had—I may be allowed to say—to be pasted upon 
the mountain side. The ride through this rocky and gigan- 
tic mountain gate is very interesting, and the traveler is 
most agreeably surprised when leaving it to find himself in 
a much milder climate. Above the gorge the climate and 
vegetation are those of an average valley of the Northern 
Alps of that height above the sea; below it we have a pleas- 
ant temperature and rich vegetation—especially walnut and 
mulberry trees, The change in so short a distance is very 
perceptible, and the traveler is soon brought into an Italian 
scenery and climate, 
Leaving the station Airolo the grade of the railroad is 132 
ft. per mile, and the line runs along the left bank of the 
river, soon crossing over to the right side of the valley on a 
bridge 197 ft. long and 65 ft. above the river bottom, and 
immediately enters a tunnel 625 ft. long. Running along 
the foot of steep and barren mountains it crosses many 
brooks and torrents—one, the Cascade of the Calcaccia, ina 
tunnel 660 ft. long—and reaches the station Piotta-Ambri, at- 
ter leaving which the fall of the valley is but very slight until 
it enters the station Fiesso-Dazio at the entrance of the gorge 
of Dazio Grande, The station is 3,080 ft. above the sea. The 
line crosses aguin over to the left side of the valley on a bridge 
197 ft. long and 88 ft. high above the river bed, approaching 
within 17 ft. of high-water mar, and then passes the gorge 
in a tunnel 1,140 ft. long, shown at G, fig. 4. The southern 
mouth of this tunnel is 164 ft. above the river. Here com- 
mences the fourth raising curve, which contains a circular 
tunnel 5,100 ft. long, describing 260° of a circle ; after hav- 
ing passed through this tunnel the line intersects itself but 
“ 160 ft. lower, at J, crosses then the Tessin on a bridge of 66 
ft. span and 33 ft. high above the river, which bridge in an 
air line is but 1,800 ft. distant from the upper bridge, while 
the distance along the railroad is 9,500 ft. Running now 
along the right-hand side of the valley, two tunnels, J and 
K, of 452 ft. and 910 ft, length respegtively, are passed, 
and after a distance of only nine-tenths of a mile from the 
upper circular tunnel, the line is already 262 ft. above the 
the river, and a fifth raising-curve is necessary, which con- 
tains a circular tunnel 5,010 ft. long, describing 270° of a 
circle. By this development 190 ft. in height are gained and 
the line is but 68 ft. above the river. Below the circular 
tunnel the line intersects itself in another tunnel, K, 520 ft. 
long, then passes through a tunnel, M, 200 ft. long, and 
crosses the Tessin again on a bridge at N, 230 ft. long and 82 
ft. high, Another tunnel is crossed end the station Faido is 
reached. From Faido to the next station, Lavorgo, the bot- 
tom of the valley offers very suitable ground for the rail- 
road, which runs for one and a quarter miles closely along 
the river, there necessitating quite extensive works against 
the attacks of the river. The station Lavorgo is 2,003 ft. 
above the sea and 16 ft. above the river ; hardly one mile 
south of Lavorgo the line is already over 300 ft. above 
the river, the fall of which is now very rapid, averaging 
567 ft. per mile. About three-quarters of a mile below 
Lavorgo the wild and dangerous torrent of La Loma is 
passed ina tunnel, 1580 ft. long, while the equally dangerous 
Riale di Tiano Tondo is crossed on a bridge of three spans 
of 98 ft., 181 ft., and 98 ft. respectively, after which the 
sixth (raising curve is entered at N, fig. 5, which includes 
a tunnel 4,900 ft. long, describing 280° of a circle. After 
having passed this raising curve, the Tiano Tondo is crossed 
the second time on a bridge of 165 ft., 380 ft. and 165 ft. 
spans respectively. The hne is now only a few feet above 
the river, and only half a mile below the end of the upper 
circular tunnel. The seventh raising curve commences at 
O, including a tunnel of 5,010 ft., also describing 280° of 
a circle. Both of these raising curves lie on one and the same 
mountain slope, and both turn in the same way, unlike the 
other raising curves; their horizontal distance at the nearest 
point of approach is only 197 ft., whereas the northern 
entrance of the upper circular tunnel and the southern end 
of the lowerone have a difference in height of 350 ft., the 
distance along the valley being but 4,920 ft. and along the 
railroad 214 miles. Immediately after leaving the last tun- 
nel the river Tessin is crossed at P on a bridge of 165 ft. 
span, and the line now runs along the very favorable right- 
hand mountain slope. Here isthe maximum grade of the 
entire railroad, 142.5 ft. per mile for a distance of nearly 
2.5 miles, which afterward is quickly reduced to the more 
gentle grade of the lower Tessin Valley until it finally reaches 
the station Biasca, the northern terminus of the Tessin 
Valley Railroad, being that part of the Gotthard Railroad 
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which has been operated since 1874, and runs to Bellinzona | 
and Locarno on the border of the Lago Maggiore. | 

A branch from Ginbiasco—a station between Bellinzona | 
and Locarno—runs over the Monte Cenere to Lugano, where | 
it connects with the other branch of the Tessin Valley Rail- 
road—also finished since 1874, and running to Chiasso on 
the Italian boundary, there joining the lines of the Alta 
Italia Railroad Company. The principal work on this 
branch line is the Monte Cenere Tunnel, 5,500 ft. long. 

The idea of building a Gotthard Railroad is as old as rail- 
roading in Switzerland generally. A number of prominent 
engineers of Switzerland and Italy, and also commercial 
authorities of these countries, clearly understood the 
possibility and perhaps necessity of a railroad connecting 
Switzerland—and tnrough it Germany—with Italy and the 
Orient. In the year 1856 a committee of the several in- 
terested cantons and the Swiss Central Railroad was ap- 
pointed to investigate this question thoroughly ; they caused 
to be made topographical maps of the Gotthard region in a 
scale of 1: 10,000 and with contour lines of 10 meters 
equi-distance. While most of the former projects had in 
view the crossing of the Gotthard Pass with inclined planes, 
the fruit of the labor of the above committee was the prop- 
osition to build a long turnel nearly at the present site of the 
Gotthard Tunnel. The Swiss engineer Wetli, superintended 
the surveys and planned the line; his ideas have been 
carried out in many points. In 1863 a new company was 
formed under the presidency of Alfred Escher, and the 
German engineers Bekh and Gerwig were employed to make 
a report on and an estimate of the proposed railroad, They 
reported in 1865, which report was then made the base of all 
future actions and calculations. Finally, in 1871, the definite 
treaty the three different interested states, 
Germany, Switzerland and Italy, was made, and they agreed 
to mutually and proportionally aid the enterprise, partly by 
actual payments. partly by guarantees of interest. As 
Chief Engineer of the Gotthard Railroad Company the 
above mentioned Mr. Gerwig was appointed, who resigned 
in 1875, being succeeded by W. Hellwag, the ingenious 
Chief-Engineer of the Austrian Northwestern Railroad, who 
in turn resigned his position in 1879, which was then and is 
at present filled by Mr. Bried], a Swiss engineer. The father 
of the line, as now in course of construction, with exception 
of the location of the great tunnel, is Mr. Hellwag, whose 
estimate of the Austrian Northwestern Railroad proved to 
be somewhat above the actual cost—certainly a rare instance 
in railroading. When he took the office, his first work, of 
course, was to test the correctness of his predecessor’s plans 
and estimates, which proved to be wrong to the amount of 
not less than $20,474,300. The discovery of this discrep- 
ancy was the cause of a crash in the company’s stock and 
the consequent suspension of nearly the whole work on the 
railroad (with the exception of the great tunnel, the work 
on which has never been interrupted), until sufficient capital 
could be raised to cover the necessary expenses. The prin- 
cipal reason of this mistake was that the estimate was made 
so many years before the actual work, during which time 
the prices of all kind of materials and labor had increased. 
The time after this discovery had been made was used by 
Mr. Hellwag to modify the original plans, and to endeavor 
to make changes of line and modes of construction which 
would contribute to reducing the total cost. He succeeded 
so well in this that, at the time he resigned, a line was laid 
out which would exceed the original estimate by but $11,- 
000,000, This line is the one described in the preceding ac- 
count, and which was accepted as the best one by the inter- 
national commission of engineers appointed by the inter- 
ested states to test Hellwag’s labors. On the basis of his esti- 
mates the additional sum was raised, and now the enterprise 
is in a fair way toward completion. 


between 


I shall now give a few of the leading principles after which 
the line was located and is now built. 

The one principle, mentioned above, to locate the line as 
nearly as possible to the bottom of the valley and to follow 
the natural grade of the same as long as possible, and then 
to ascend or descend the sudden breaks by so-called raising- 
curves must certainly be acknowledged asa right one. As 
the mode of the future operation of a railroad depends 
greatly upon the location of the same, this had first to be 
decided upon. The grades and curves were so selected that 
the heaviest freight train which could be pulled on the so- 
called valley lines by one heavy freight engine could be 
pulled by two of the heaviest freight engines over the 
“ramps” with The passenger trains, 
which are run by a light express engine on the valley lines 
with great speed, are to be pulled over the ramps by one 
freight engine of the lighter kind. The maximum grade is 
therefore fixed at 132 and 142 ft. per mile, which in long 
tunnels is reduced to 122 ft. per mile. 
of the curves is 920 ft. The heaviest engine will weigh 52 
tons, and the slowest speed will be 714 miles per hour. Be- 
tween two reversed curves is alwavs a tangent at least 130 
ft. long. The shortest station will have a length of 1,150 ft. 
and will be straight and level, or, if absolutely unavoid- 
ble, it shall have no steeper grade than 13 ft. per mile. 
According to European custom and regulations, the line 
must constantly be watched over by properly distributed 
employés. They have their houses in the immediate neigh- 
borhood of the railroad, and are about ,', of a mile distant 
from each other. Near long tunnels and important bridges 
two of these watchmen live in one house. Besides this, the 
line is supplied with the usual optical and telegraphic signals. 
The rails are of steel for the entire length ; they weigh 75 
pounds per yard ; the ties on the ‘‘ramps” are of oak and 
are laid 2.9 feetapart ; on the valley lines they are of fir and 
have a distance of 3.3 feet from each other. The line is 
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built for one track, with the exception of the tunnels and 
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the more important bridges, which are constructed in such 
a manner that the addition of a second track would not 
cause any delay or much extra cost. Many of the tunnels 
are built for two tracks at first. Figs. 6 to 16 show cross- 
sections of embankments, cuts and tunnels. The steepness 
of the mountain slopes necessitates in many places, some- 
times for miles in length, the construction of retaining- 
walls, which are constructed in the most substantial manner 
and according to the latest experience. All bridges and 
culverts are built of stone and iron. The lining of tunnels, 
where necessary, is of stone arches. 

Now a few words on the method of the surveys employed 
in the location of the Gotthard Railroad. 

The first projects were made from the excellent map of 
Switzerland made by General Dufour ina scale of 1: 100,000. 
The next plans were made by Mr. Wetli on a scale 1: 10,000, 
with contour lines of 10 meters equi-distance; his surveys 
were based on the government triangulation, which was by 
him continued and transferred into the very bottom of the 
valley, and also on the government bench-marks, which are 
established officially along all roads of Switzerland. The 
filling-in was done by plane-table and stadia measurements , 
A}l plane-table stations were connected with the triangula- 
tion-points and bench-marks. Gerwig made new maps on a 
scale of 1: 2,500; he based his surveys on Wetli’s, but did not 
extend them farther than necessary for the line which he had 
planned on Wetli’s maps. Lines following the natural lay of 
the country near the probable future line were run by transit 
and connected with the triangulation points. The filling-in 
was done either by plane-table and stadia, or by the method 
of cross-sections. These were the maps Mr. Hellwag based 
his first projects on, but as he soon changed Gerwig’s line 
radically, new maps were necessitated, which were made on 
a scale 1: 500, They were made in the same way as the for- 
mer ones, and have contour lines of 1 meter equi-distance; 
they, of course, embrace but a narrow strip of the valley, as 
the location of the line was already approximately known. 
These maps are thoroughly tested by the construction, and 
have proved in all instances to be exceedingly correct and of 
the greatest value. The surveys were mostly very laborious 
and dangerous; engineers and men had to be tied to trees 
and held by ropes suspended around the waist and held by 
other men; they required great courage and cool blood; diz- 
ziness had to be left at home. 

As to the geological formation of this part of Switzerland, 
the mountains, which form the upper Reuss valley, belong 
to the so-called Finster-Aarhorn group and consist of hard 
gneissic granite, in which are imbedded softer strata of mi- 
caceous schist, these being the places where the many tor- 
rents, rivers and rivulets are cut through the mountains. 
Large masses of huge bowlders,spread all over this part of the 
valley, are witnesses of tremendous mountain slides; very 
many traces of the glacial period are visible and made them- 
selves very obnoxious in our surveys, as their smooth sur- 
faces gave a footing only to naked feet. In the lower por- 
tions of the Reuss valley the gneissic granite contains more 
mica, is therefor softer and decays easier, until itin places 
becomes mica-slate. The rocks of the lowest section of the 
Reuss Valley belong to the Jura formation, slate and lime- 
stone. In consequeuce, the rivers and torrents of this lowest 
section carry a much greater amountof detritus. The rocks 
ef the Tessin Valley are of similar character as those in the 

teuss Valley; in the northern part mica slate, dolomite, mi- 
caceous schist and gneissic granite are predominant; more 
toward the south the gneissic granite, with more quartz and 
feldspar, is more frequent; it becomes harder toward the 
south, sometimes changirig into granite. 

The total cost of the Gotthard Railroad will be about 
$48,000,000, of which the great tunnel takes $12,500,000. 

The total amount of work to be done is represented in the 
following figures: 

Amount of earth and rock to be removed 


(exclusive of tunnels) .....9,700,000 cubie yards. 


Amount of masonry for retaining walls 560,000 


bridges and  cul- 
WO soit yseuce. ws 
et dry masonry for embankments. 
Total length of tunnels (including great 
MINED, «. actiulh cases es caxebieanicevee 150,800 ft., or 284% miles, 
This work requires about 21,000,000 work-days of one 
workman, One mile of tunnel (exclusive of the great tun- 
nel) will cost about $597,000, while the cost of building one 
mile of railroad completed, including construction and equip- 
ment, taking an average of the entire Gotthard Railroad, 
will be about $298,500. The relative length of tunnels to 
that of the open line in some of the different divisions is as 
follows: 


320,000 “ 
523,000 as 


Percentage of the 
length of tunnels to 
leugth of division. 
49 per cent. 
20 ni 


Length of 
division. 

. 634 miles. 
8 Pry 


Division. 
Brunnen—Fluelen....... : ee 
Silenen—lfaffensprung.......... 


Pfaffensprung—Goschenen....... — = 38 = 
Fiesso Eavorso (sandseee oa. 33 
Lavorgo—Bodio.............+0+ «- 84 * 27.5 ° 
Giubiasco—Lugano....... 15 13.5 “ 


Of the entire length of the road 44.7 per cent. consists of 
curves, and 80.8 per cent. of it is on grades. 


Automatic and Vacuum Brakes. 


HOBOKEN, Sept. 1, 1880. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I feel quite sure that the brake mentioned by Mr. Greene 
in your last week’s issue is the ‘‘ impire vacuum brake.” 
While visiting the Wilmington, Del., shops, I saw some of 
the coaches for the New York, Woodhaven & Rockaway 
Railroad in course of construction, and noticed that they 
were fitted with the above-mentioned brake. It is a double- 
hose brake, and was in use some years ago on the Ninth 
Avenue Elevated Railroad, but has since been replaced by 
the ‘“‘ Eames.” 

The inference drawn from the article in question is that 
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Mr. Greene has a decided preference for the vacuum brake 
in question over the ‘‘ Westinghouse automatic,” and seems 
to regard automatic action quite an objection in a con- 
tinuous brake. I have read of a case where the bursting of 
the ‘‘automatic ” brake hose saved a train from running 
into anopen draw. “ Itis horrible to contemplate the 
terrible disaster that might have occurred” if the train had 
been fitted with a non-automatic, and the hose-pipe failed 
as mentioned. 

I think Mr. Greene in error concerning the accident on 
the Harlem Division New York Central] & Hudson River 
Railroad. The ‘patent brakes” meant the Creamer spring 
brake in use on the New York Central. As yet there are 
only a few trains on that division fitted with the Westing- 
house automatic, and on these trains the Creamer brake has 
been removed. 

I was not aware that the ‘‘ automatic” could apply it- 
self by the breaking of the bell-rone. E. 8. C., 

Stevens, ’81. 





Dangers to Railroads from Floods in Dry Countries 





It has been accounted an advantage to the railroads across 
the Western plains and mountains, where very little rain falls, 
that a large part of the cost of maintenance is saved, and of 
the provision of costly bridges and other water passages. The 
following extract from a letter to the New York Tribune 
by its staff correspondent, Mr. Z. L. White, shows what the 
railroad men discovered Jong ago, that in many places the 
advantage of asmall average yearly rain-fall is counter- 
balanced by the fact that the infrequent rains, when they do 
come, often come in torrents, and make floods more des- 
tructive than what we have further east, where the aggregate 
yearly rain-fall may be two or three times as great : 


But the rains that have been so grateful.on the cattle and 
sheep ranges, have done great damage to the railroads 
recently built in this territory and Colorado. Almost the 
first shower that amounted to anything after the rainy 
season began took out bridges oat long sections of em- 
bankment on the Atchison, Topeka & Santa Fe, the Denver 
& Rio Grande and the Kansas Pacific railropds, and ever 
since then, although trains have been running most of the 
time, there has been an uncertainty abovt their movements 
that has made it a wise precaution for the traveler on start- 
ing on a journey to take with him three days’ rations. and 
to arrange his business so that it would not suffer if he was 
detained two or three days on some side-track in the 
rrountains or on the prairie waiting for a trestle to be re- 
constructed or a piece of embankment to be rebuilt. 

Thoughtless people who have thus been detained involun- 
tary prisoners, or who have had their business plans disar- 
ranged by the delays, have done a great deal of unnecessary 
grumbling about it. They forget to make allowance for the 
character of the country through which these railroads have 
been built, and fail to appreciate the wonderful care that it 
has been necessary to exercise to prevent serious accidents, 
or to give the railroad men credit for the remarkable energy 
they have displayed in the repairing of damages and making 
the resumption of business possible after one of the great 
storms, 

The normal condition of most of the rivers in New Mexico. 
and of many of those in Colorado, is that of a dry arroyo or 
gulch through which not a drop of water generally runs ex- 
cept far below the surface, where it can generally be found 
by digging pits. But these arroyos frequently drain a broad 
extent of country, including high mountains and wide 
valleys. The rains in this country, too, do not come in gentle 
showers or in long, steady rains that gradually are absorbed 
into the earth and slowly carried off by underground drain- 
age. The mornings are generally bright and the atmos- 
phere is wonderfully clear and transparent. About noon a 
little cloud may be seen rising, which looks like a mass of 
cumulus such as gathers in the sky on hot summer afternoons 
in the east, and from which rain rarely falls, With remark- 
able rapidity the clouds will overspread the heavens, grow- 
ing blacker and more threatening every moment until, be- 
fore one has time to seek shelter, great drops of rain begin 
to fall, and then the water comes down in actual torrents 
for an hour or perhaps two hours. 

Little rills, gathering on the mountain-sides, unite to form 
brooks, and bundreds of these, flowing into one common 
water-course, make a resistless river of it in a very few min- 
utes. As it rushes down into the valley it increases in vol- 
ume and momentum, breaks out of its banks, and carries 
everything before it. But it is in the lower portions of their 
courses that these streams do most damage during their sud- 
den floods. There may not have been a drop of rain within 
miles of a place in the valley through which one of these 
dry arroyos extends. The only warning that a flood is about 
to take place may be dark clouds hanging over a mountain 
range twenty miles away, and the low muttering of distant 
thunder. Even this may have passed away, and the bed of 
the stream may be as dry as anashbeap. All at once a roar- 
ing sound will be heard. A wall of water, four, six, some- 
times ten feet high, even, is seen rushing down the gulch. 
Before it, pushed by an irresistible force, is a great mass of 
debris, bowlders several feet in diameter, sticks, bushes, the 
trunks of trees, rolling over and over in the wildest confus- 
ion in front of the great wave which always advances but 
never recedes, 

The structure that can stand the shock of this mass of 
trees and rocks and water must be exceptionally strong. It 
strikes the piles of a railroad bridge, which are driven down 
eight or ten feet into the loose gravel, undermines them, and 
takes them down the stream li! e. feathers, and, of course 
the ties and rails go with them, the latter being wrenched 
from their fastening and bent into all sorts of fantastic 
shapes. It comes out of a cafion, impinges against an em- 
bankment through which there has been built only a small 
culvert, cuts away the earth as though it were only quick- 
sand, and lands a mile of the track, ties, rails and all, a hun- 
dred yards away from its original position. One flood took 
out ten tiles of track of the Denver & Rio Grande road be- 
tween Colorado Springs and Pueblo, in July, and early in 
August the Atchison, Topeka & Santa Fe road suffered about 
equal damage between LaJunta and the Rio Grande River. | 
saw in Mora Cafion, about half way between the Raton and 
Santa Fe ranges, at least a mile of track that had been taken 
up bodily and landed twenty or thirty rods away from its 
original position, the rails twisted and bent until they were 
as crooked as a telegraph wire which a herd of buffaloes have 
been playing with. The only way in which this could be 
made passable was by building a new embankment and lay- 
ing new tiesand rails. In Apache Cafion in the Santa Fe 
Mountains, the track crosses a ravine thirty or forty feet 
deep on a bridge held up by ties built up cob-house fashion 
iu eee of a high trestle that has been taken out by the 
ood, 

The safety with which trains have been run over these 


new roads during the floods of this year, is remarkable. On 
the Atchison, Topeka & Santa Fe road, about a month ago, 
a freight train was run upon a wash-out that could not be 
seen, and the locomotive went into the ditch, killing the en- 
gineer. This is the only serious accident that. has occurred, 
ard the explanation is that every possible precaution has 
been taken to insure safety. I meta division superintend- 
ent on the road, looking after some repairs. He said that 
ever since the floods began he has made every other consid- 
eration subordinate to the single one of safety. He had paid 
no attention to the grumbling of passengers on account of 
delays, but had absolutely refused to allow a train to move 
until he was sure the track was safe. ‘I don’t believe,” he 
said, ‘in hunting for wash-outs with an engine. I look them 
up on foot or with a hand-car. Time is of no consequence 
when the safety of life and property is at stake.” 

* S * EG * * * 

The damage which these Western railroads have suffered 
from floods this summer is no reflection upon the engineering 
skill employed in their construction. Parts of the lines have 
only been temporarily built, and it is the intention of man- 
ugers to raise embankments higher than they now are, pro- 
tect them with stone, and substitute more substantial 
bridges for the lighter structures first built. The experience 
of the present summer will also teach them where the most 
protection is needed, and this knowledge will not have been 
purchased at an unreasonable price. 

In passing down the railroad along the Galistes River the 
other day, I saw the wreck of several freight cars, and 
learned the particulars of a very remarkable though not 
very serious accident. They had what was called a“ dry 
wash-out.” The embankment was composed of sand, and a 
heavy wind blew out a part of it from beneath the rails and 
ties, leaving the track suspended without support. The en- 
gineer of a freight train did not see the defect until he ran 
upon it. Mr. T. E. Sickels, the eminent railway engineer, 
who was with me, said that he never had heard of an acci- 
dent from a similar cause. 


General QMailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Louisville & Nashville, annual meeting, at the office in 
Louisville, Ky., Oct. 6. Transfer books will be closed from 
Sept. 23 to Oct. 7. 

Rast Tennessee, Virginia & Georgia, special meeting, at 
the office in Knoxville, Tenn., Oct. 6, at noon. The meeting 
is to be called to consider the question of purchasing the 
Selma, Rome & Dalton Railroad, and if purchased, to pro- 
vide ways and means for payment of same. Also to provide 
ways and means for the payment of matured and maturing 
indebtedness, by increase of the capital stock of the com- 
pany, or otherwise. 








Dividends. 
Dividends have been declared as follows : 
New York Central d& Hudson River, 2 per cent., quarterly, 
payable Oct. 15. Transfer books will be closed from Sept. 
15 to Oct. 20. 


Trunk Line Executive Committee Meeting. 

A meeting was held at Mr. Fink’s office in New York, 
Tuesday, of this week, which was attended by representa- 
tives of all the trunk lines. It was agreed at this meeting 
that rates should be restored immediately to full tariff prices 
on all classes of freight, including live stock and fresh beef. 
It was agreed also to enforce the strictest maintenance of all 
east-bound rates; and in fulfillment of this agreement con- 
necting lines were informed of the action of the committee, 
and told that tbe trunk lines would not participate in any 
rates less than the full printed tariff on the basis of ocean 
rates. The members of the committee agreed that the trunk 
lines would not refund upon any special arrangements pre- 
viously made except by vouchers showing the details requir- 
ing such allowances, and these vouchers, it was agreed, 
should not be paid until they had been examined and ap- 
proved by the Commissioner. The agreement, which was 
sent to the Western railroad companies from the office of 
Commissioner Fink, was signed by George B. Roberts, of 
the Pennsylvania Railroad; J. H. Rutter, of the New York 
Central; John King, Jr., of the Baltimore & Ohio ; George 
R. Blanchard, of the Erie, and by L. J. Seargeant, of the 
Grand Trunk of Canada. 

An extra meeting of the Joint Executive Committee has 
been called for Friday, September 16, for the purpose of 
confirming the action of the Trunk Line Committee, 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka d& Santa Fe.—It is reported that the 
headquarters of Chief Engimeer A. A. Robinson will shortly 
be removed to Las Vegas, New Mexico. Also that Mr. Rob- 
inson will have entire charge of the line south of Las Vegas. 


Chicago & South Atlantic.—Mr. L, H. Richardson has been 
appointed Receiver of the property of this compary. 


Chicago & Tomah.—The directors of this company are: 
Marvin Hughitt, Edward H. Johnson, Albert Keep, Mar- 
shall M. Kirkman, Joseph B. Redfield, Frederick Stahl, Wm. 
F, Vilas, C. C. Wheeler, Henry C. Wicker. The road is 
owned by the Chicago & Northwestern. 


Harrisburg, Portsmouth, Mt. Joy & Lancaster.—At the 
annual meeting in Philadelphia, Sept. 3, the following direc- 
tors were chosen: James Young, Middletown, Pa.; Josiah 
Bacon, A. J. Cassatt, Lewis Elkin, John M. Kennedy, Wis- 
tar Morris, George B. Roberts, N. Perker Shortridge, Ed- 
mund Sinith. The road is leased to the Pennsylvania Rail- 
road Company, forming part of its main line. 


Indianapolis, Decatur d Springfield.—Mr. George A. 
Sanderson has been appointed Assistant Traffic Manager. 
He has been heretofore General Freight Agent. 


Indianapolis & St. Louis.—Mr. E. R. Mark has been > 
ointed Master of Transportation. Mr. E. J. Styles succeeds 
fr. Mark as Train-Master of the Western Division, with 
office in Mattoon, Il. 


Midland, of New Jersey.—The board has chosen Charles 
Parsons President, in place of Hon. G. A. Hobart, resigned. 
Mr. Parsons was Vice-President. 


Newport d& Wickford.—At the annual meeting held oor. 
7 the following direeters were chosen : John T. Bush, John 
N. A. Griswold, John G. Weaver, a R. I.; Syma H. 
Vaughan, Wickford, R. I.; George M. Miller, Levi P. Morton, 
New York. The board elected George M. Miller, President, 
A. S. Sherman, Secretary ; John T. Bush, Treasurer. 


Pittsburgh & Mansfield.—The officers of this company are: 
President, D. 8. Reed ; Vice-President, Thomas Steen; Chief 
Engineer, W. W. Henshy. 


Pittsburgh & Western.—Captain J. R. Banner has been 





appointed Superintendent. 


= =— 


Rome, Watertown d& Ogdensburg.—Mr. George I. Baker 
has teen appointed General Baggage Agent, in place of A. 
W. Baker, resigned. 


Terre Haute & Indianapolis (Vandalia Line).—Mr. J. M. 
Chesbrough has been appointed Assistant General Passenger 
and Ticket Agent. e is well known, and has had much 
experience in passenger business. 


Texas & St. Louis.—Major E, F. & hen has been ap- 
pointed General Superintendent in place of Gen. R. H,. G. 
Minty, resigned. 

Mr. L. B. Fish has been chosen Secretary and Treasurer. 
Mr. Wm. M. Gavett has been appointed General Freight and 
Passenger Agent. 


Wabash, St. Louis & Pacific.—The following announce- 
ment of a reorganization ot the Freight Department is 
made: Mr. A. C. Bird continues General Freight Agent, with 
the following assistants: M. Knight, Assistant General 
Freight Agent; T.C. Doan, Assistant General Freight Agent 
Western Division (lines west of the Mississippi); C. L. Wel- 
lington, Assistant General Freight Agent Eastern Division 
(lines east of the Mississippi). he offices of all the above 
are in St. Louis. 

The following Division Freight Agents have been ap 
pointed: 8. Howell, Logansport, Ind., in charge of all the 
main line stations in Indiana west of Ft. Wayne, and of Eel 
River Division; Jay G. Rupert, Decatur, LIL. in charge of all 
lines and stations in Illinois except those on the St. Louis 
Branch and the city of Chicago; T. W. Lippincott, Macon, 
Mo., incharge of all stations west of the Mississippi except. 
St. Louis, the Missouri River points and the Quincy, Missouri 
& Pacific Division. 

All stations and lines not embraced in a division freight. 
agent’s district will be directly in charge of the Assistant 
General Freight Agent for the Eastern or Western Division, 
as the case may be. 


PERSONAL. 


—Gen. R. H. G. Minty has resigned his position as General 
Superintendent of the Texas & St. Louis road, after holding 
it only a short time. 

—Mr. ©, F. Crocker, Vice-President of the Southern 
Pacific Company, was married at Millbrae, Cal., Sept. 7, to 
Miss Jennie Easton, niece of Mr. D. O. Mills. 

—Mr. John N. Brown has finally resigned his office as 
General Passenger and Ticket Agent of the Indiana, Bloom- 
ington & Western road, and will take charge of a rubber 
factory in Columbus, O., for a company in that city. 

—The New Hampshire Republicans have nominated for 
Railroad Commissioners James E, French, of Moultonboro ; 
Charles A. Sinyth, of Manchester, and E. J. Tenney, of Con- 
cord. Mr. French isin the present board; the others are 
new men. 

—Mr. George W. Cole, formerly a Master Bridge- Builder 
on the New York & New England road, was drowned last 
week by the sinking of the steamer City of Vera Cruz off the 
Florida coast. He was on his way to Mexico to assist in the . 
construction of the Mexican Central road. 

—Mr. William H. Greenwood, formerly Chief Engineer of 
the Denver & Rio Grande road, but lately employed in 
making surveys under the Palmer-Sullivan contract in Mex- 
ico, was killed Aug, 20, near Tlalrepantla. He had become 
temporarily separated from his party, and it is believed that 
he was killed by robbers. 

—Mr. 0. M. Hartzell, Acting General Freight Agent of 
the Pittsburgh & Lake Erie road, has resigned to accept a 
position with Park Brothers & Co., of the Black Diamond 
Steel Works in Pittsburgh. Mr. Hartzell was connected 
with the Pennsylvania Railroad for six years, and has bee 
in the Freight Department of the Pittsburgh & Lake Er 
since the opening of that road, 





TRAFFIC AND EARNINGS. 


Grain Movement, 

For the week ending Aug. 28, receipts and shipmen — of 

rain of all kinds at the eight reporting Northwestern mar- 

ets, and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 

Northwestern ings. 








Northwestern Cc, Atlantic 
Year Receipts. Total. By rail, by rail. Receipts. 
1873 .. 5,017,841 3,642,064 776,740 21.3 2,755,150 
1874 3,215,118 3,826,205 1,235,040 32.2 2,455,103 
1875 4,506,574 4.631,793 1.520.811 30.5 4,145,143 
1876.... 4,832,585 $.271,549 1,573,058 48.2 3,371,266 
1877 4,085,532 4,710, 69 1,146,301 24.3 4,846,140 
7 Re 8,790,893 6,719,785 1,275,462 18.7 7,189,408 
"879. .. 7,428,249 5,761,801 1,959,463 34.0 7.588, 09 
1880. . 8,555,570 6,556,832 2,210,638 33.7 7,328,074 


Northwestern receipts were thus 15 per cent. more than in 
the corresponding week of last year, but 2.7 per cent. less 
than in 1878 : Northwestern shipments were 13.8 per cent, 
more than last year, but 2.4 per cent, less than in 1878, 
while Atlantic receipts were 3.4 per cent. less than last year, 
and more than in any previous year. 

The receipts of the Northwestern markets for te week 
this year are 10 per cent. more than the per week, 
the largest for four weeks, have been exceeded but twice be- 
fore this year, not at all last year, twice in 1878, and never 
before. 

The shipments of three markets were a little smaller than in 
either of the two preceding weeks and have been exceeded 
eight times this year, but only three times last year, twice 
in 1878, and never before. The rail shipments from these 
markets have been exceeded but once this year since naviga- 
tion opened, aud very seldom in previous years, however 
low the rates may have been. 

The receipts at Atlantic ports are the smallest for thirteen 
weeks, but until last year they had never been exceeded but 
twice. 

Of the Northwestern receipts Chicago had 54.9 per cent., 
St. Louis 14.7, Toledo 18.9, Peoria 8.6, Detroit 2.8, Cleve- 
land 2.6 and Milwaukee 2.5 per cent. ‘there is anu immense 
increase at Chicago compared with previous weeks, but it is 
almost wholly of corn, and St. Louis and Toledo still lead in 
wheat receipts, which are but about one-third of the total. 

Of the Atlantic receipts New York had 47.2 per cent., 
Baltimore 18.2, Philadelphia 14.1, Montreal 12.8, Boston 
7.2, New Orleans 0.4, and Portland 0.1 per cent. Mon- 
treal’s receipts are again unusually large, Baltimore’s have 
fallen off compared with recent weeks, New York's are 
slightly larger in amount and a decidedly larger proportion 
than in any other week of August, New Orleans’ receipts are 
the smallest of the year. " 

Exports of flour and grain from the seven Atlantic ports 
for four consecutive weeks have been: 

Week ending — 


Auy. Il 


Sept. 1 Aug. 25 Aug. 18 
Flour, bbis 8S, 140 110,191 97,585 70183 
Grain, bush 6,743,355 6,444,497 8,161,262 6.495,0059 


Of the last weck’s grain exports 72 per cent. were wheat: 


and nearly 20,000,000 bushels of wheat have been exported 





within the past four weeks 
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were : 
Receipt . --————Shipments—. | 
1880, 1879, 1880, 1879. 
By water.............1,118,600 3,194,672 2,832,785 2,272,494 | 
By rail... ... ...... "827,300 °'749,700 1,483,000 1,334,570 
ne are « 1,945,900 3,944,372 4,265,785 3,607,064 
The rail receipts were 42 per cent. of the whole this year | 


and but 19 per cent last year, when, however, the total re- 
ceipts were twice as great as this a. The rail shipments 
were 33.6 per cent, of the whole year and 37 per cent. 
_ year, and the total shipments were 18 per cent. greater 
this year. 

Receipts and shipments at Chi 
eight months ending Sept. 1 have 


rR 


and Milwaukee for the 
n;: 
- Pp -~—— Shipments——— 
1880, 1879. 880. 1879. 
Chicago..........87,094,563 73,714,727 95,508,664 73,858,062 
Milwaukee....... 9,086,442 12,786,468 10,851,911 11,974,860 
This shows an increase of 18,2 per cent. in receipts and of 
29.8 per cent. in shipments at Chicago, and a decrease of 29 
per ng in receipts and 9.4 per cent. in shipments at Mil- 
waukee. 


invt. 





Railroad Earnings. 
Earnings for various periods have been reported as fol- 


lows: 
Right months ending Aug. 31: 
1860. 


1879. Inc. orDec. P.c. 
Bur., Cedar Rap. & } 
CAREERS -. $1,285,938 $884,641 1. 401,207 45.4 
} entral Pacific...., 12,149,694 10,870,699 I. 1,278,905 11.8 
Chi. & Alton........ 4,835,312 8,304,588 I. 1,530,724 46.5 
Chi. & Northwest- 
PERO SE Ge: 11,891,640 9,613,093 I. 2,278,547 23.7 
F lint & . Pere Mar- 

quette eH 987,005 686,181 I. 300,912 45.8 
Int. & Gt. Northern 977,571 904,363 I. 73,208 8.1 
Louisville & Nash... 5,475,880 3,491,750 I. 1,982,130 56.8 
Mo. Kan. & Texas. 2,656,704 1, ’ I. 848,896 47.0 

.-Y. Central & 

Hudson R........ 21,628,649 17,898,419 I. 3,730,2% 20.8 
St. Louis, Jron Mt. 

& Southern .. 4,604,641 2,664,577 1. 30,064 34.9 
Wabash, St. L.& P. 7,564,263 5,131,806 I. 2,423,457 47.2 

Seven months ending July 31: 

Chi,, Bur. & Quincy $9,715,425 $7,504,062 I $2,211,363 20.5 

Net earnings..... 4,952,429 3,277,651 I. 1,674,778 51.1 
Del. & Hudson lines 2,806,441 2,272,757 1. 533,674 24.5 

Nei earnings .... 189,759 914,785 I. 224,974 24.6 
New York&N E.. 1,286,821 ifeains! | |) Speneeas Re 

Net earningy.... Re errr 

Month of June: 

Union Pacific....... $2,601,551 __........ aeibetanit 
OS GCUCMINES..:, “Se 8 ce beens «ss a vovcece 
Month of July: 

Albany & Susque- 

RODMB ros scccsses $105,472 $89,335 1. 16,117 18.0 
Central lIowa...... 86,506 58,182 I, 28,414 48.8 
Chi., Burlington & 

queg yr tee 1,566,661 993,823 1, 572,838 57.6 
Del. & Hudson 

P-nna. Div....... 92,903 105,355 D. 12,452 11.8 
N. Y. & Canada. .. 48,518 41,980 I. 6,538 15.6 
Ren. & Saratoga. 176,452 149,371 1. 27,081 18.1 

Month of August: 

Bur., Cedar Rap. 

MO ..3) coneibens $160,160 $122,827 I. 37,333 30.4 
Central Pacific..... 1,885,000 1,556,457 I. 328,543 21.1 
Chi, & Alton ...... 740,842 583,832 I, 157,010 26.9 
Chi. & Northwest- 

| TRS SF 1,771,314 1,388,590 I. 432,784 32.3 
Danver & R.G.... 306,472 92,488 I, 303,084 328.6 
Fhnt & Pere Mar- 

es. «e000 129,901 88,562 I. 41,4290 468 
Int. & Gt. North- 

Riths c cc cvashicnes 143,878 121,775 I. 22,108 «18.1 
Louisville & Nash- 

ree , 795,800 3,749 1. 352,051 79.3 
Mo., Kansas & 

WN 0 53.5055 0% 350,605 306,335 1. 44,360 14.5 
N. Y. Central & 

H.R......... ... 9,022,855 2,546,029 I. 476,826 18.7 
Peoria, Decatur & 

Evansville.... ... 45,151 14,901 LL. 30,250 203.0 
St. L., lron Mt. & 

RR re <9 & 543,500 403.316 I. 140,184 34.8 
Texas & Pacific.... 226,073 184,725 I. 41,548 22.4 
Wabash. st. L 

Pe. Me 1,185,325 820,086 I. 365,230 44.5 

Second Week in August: 

Minn. & St. Louis,. $14,214 $7,844 I. $6,370 =81.7 

Fourth week in Auguat;: 

Chi. & Eastern Tl.. $35,429 $18,331 I. $17,008 92.4 

Hannibal & St, Jo.. 62,048 42,716 I, 19,332 45.3 

Week ending Aug. 28: 

Grand Trunk.... .. $214,200 $180,772 I. 33,428 18.5 


Coal Movement. 


Anthracite coal tonnages reported for the eight months 
ending Aug. 28 are as follows, the tonnage in each case being 
only that originating on the line to which it is credited: 
1879. 





1880. Decrease. P.c 
Phila, & Reading... .. 3,462,832 4,797,655 1,334,823 27. 
Northern Central, 

Shamokin Div., and 

Summit Br. R R.. 511,462 562,792 51,330 9.1 
Sunbury, Hazleton & 

Wilkesbarre. ..... 6,831 17,600 10,769 61.2 
Pennsylvania Canal. 262,322 271,134 18,812 6.9 
Central of N , Le- 

high Div....... --» 2,116,290 2.566.370 450,080 17.5 
Lehigh V alley........ 2,608, LO5 2,717,370 109,265 4.0 
Peme BE. LZ) scavcess 21, 21,701 51 0.2 
Del,, Lacka. & West- 

ROPE he 2,077,540 2,394,342 316,802 13.2 
Del. & Hudson Canal 

CO. cece cece sees 1,812,418 2,158,690 346,272 16.0 
Sarg eae op CoalCo 637,774 922,189 284,415 30.8 
State Line & Sullivan 28,283 31,760 3,477 10.9 

Total anthracite .13,535,507 16,461,603 2,926,006 17.8 


For these figures we are indebted to the Engineering and 
Mining Journal. The total tonnage for the same period for 
six years past has been as follows, the average for that time 
being 12,348,214 tons: 





1880.2... 2.660 13,535,507 | 1877........ scaveee . 12,499,563 
IBID. .....ceceeseeees 16,461,603 | 1876....... 9,929,7' 
eT 10,496,326 | 1875. ................ 166,5 


companies have begun to run their mines on full time. 
Semi-bituminous tonnages for the eight months are re- 
ported as follows: 


1880 1879. Inc. or Dee, P.c. 

Cumberland, all lines... ..1,354,296 1,098,325 I. 255,971 23.3 
| Huntingdon & Broad Top.. 123,712 90,274 1. 33,4388 37.0 
| Kast Broad Top..:......... 44,954 41.923 I, 3,031 7.2 
Tyrone & Clearfield........ 1,011,240 1,001,827 L. 9413 0.9 
Bellefonte & Snow Shoe... 37,334 43,°64 D. 6,030 13.9 





Total semi-bituminous. 2,571,536 2 2 5,713 I, 295,823 13.0 
Clearfield is gaining rapidly and has already overcome the 
loss from the strike. 
Actual tonnage passing over the Huntingdon & Broad Top 
road for the eight months was : 


1880, 1879. Increase. P.c. 

Broad Top coal..... 123,712 90.274 43,438 37.0 
Cumberland coal....... 168,189 126,305 41,884 33.2 
ES viscee peneaaee 291,901 216,579 75,322 34.8 


The Broad Top coal is mined on the line; the Cumberland 
carried through for the Pennsylvania Railroad. 
The distribution of Cumberland tonnage was as follows: 





1880. 1879. Increase. P.c. 

By Baltimore & Ohio R.R.. 818,802 630,401 188,401 29.9 
* Bedford Div.,Pa. R.R.. 146,441 113.743 32,698 28.8 
** Chesapeake & Ohio Canal, 354,811 352,307 2,504 0.7 
DONOR. 5s see . 1,820,054 1,096,451 223,603 20.6 


The Pennsylvania bituminous and coke reports are a little 
late this month and cannot be given until next week. Bar- 
clay Railroad & Coa] Co, tonnage for the eight months was: 
1880, 325,024; 1879, 241,823; increase, 83,201 tons, or 
$4.4 per cent. 

The coal tonnage of the New York state canals from the 
opening up to Aug. 31 was as follows: 





1880. 1879. Inc. or Dee, P.c. 

Anthracite.............. 250,217 524,039 D, 264,822 50.5 
Bituminous............. 153,007 95,443 57,564 60.3 
Total. . 412,274 619,482 D. 207,258 33.5 


The canals opened April 20 in 1880, and May 8 in 1879. 
The tonnage of anthracite has been increasing lately, and 
for the fourth week of August was very nearly the same as 
for the corresponding week last year: 

Coal shipments from Pictou, Nova Scotia, for the eight 
months ending Aug. 31 were 168,276 tons. 


Chicago Lumber Trafiic. 


Receipts and shipments of lumber and shingles at Chicago 
for the eight months ending with August have been: 


Receipts: 1880. 1879. Increase. P.c. 
IB gis oie vkneess 924,699,000 860,007,911 64,691,089 7.5 
Shingles, No........... 411,995,000 402,558,000 9,437,000 2.38 

Shipments : 

Lumber, ft......... .. 474,664,921 444,499,273 30,235,648 6.8 
Shingles, No..... ..... 66,040,000 61,416,000 4,624,000 7.5 


The report of receipts is pretty exact, but the report of 
shipments is very imperfect and manifestly does not include 
nearly all the actual shipments. Probably 95 per cent. of 
the receipts are by lake, but nearly as large a proportion of 
the shipments are by rail—al] but those made by the Illinois 
& Michigan Canal. The increase this year has nearly all 
been made within two or three months past. There was a 
very large increase in the movement last year over 1878 and 
several previous years. 

Lumber shipments from the Saginaw River for five years 
down to Sept. 1 have been : 

1876. 77. 1878. 79. 1880. 
279,358,160 327,450,439 338,978,033 388,056,200 512,000,000 

Thus the shipments this year are 32 per cent. greater than 

in 1879, and 51 per cent. greater than in 1878. 


Lake Superior Iron Ore. 


The Marquette Mining Journal reports shipments of iron 
ore from the Lake Superior Region as follows up to Sept. 1, 
in tons: 


1880. 1879. Increase. P. c. 

From L’Anse.................-. 34.199 27,544 6,655 24.2 
From Marquette. .............. 441,903 361,364 80,529 22.3 
From Escanaba........ 750,178 411,876 338,302 82.1 
eer eed cree .. 1,226,280 800,784 425,196 53.1 


Of the Escanaba shipments 371,599 tons were from the 
Marquette District, and 378,579 from the Menominee mines. 
Pig-iron shipments were 5,167 tons. Ore deliveries to local 
points were 23,727 tons, making a total ore carriage by the 
railroads of 1,250,007 tons. 


The Southern Railroad War. 

The Louisville Hvening Post and News of Sept. 2, says: 
“Mr, Clarke, General Manager of the Chicago, St. Louis & 
New Orleans Railroad, was in consultation this morning 
with Gen. E. P. Alexander, Vice-President of the Louisville 
& Nashville, in regard to passenger and freight rates and a 
final termination of the railroad war. Arrangements were 
made entirely satisfactory to both companies, and the meet- 
ing. of the two companies was a very pleasant one.” 

he terms of the settlement have not been very clearly 
stated,but they seem to recognize the relations existing before 
the contest, 
St. Louis Cotton Business. 


St. Louis cotton receipts for the cotton year, ending Aug. 
31 were, in bales: 


By St. Louis, Iron Mountain & Southern R. R. .. 416.326 
By St. Louis & San Francisco,...............-. ... 21,649 
By Missouri, Kansas & Texas....  ......-20-eeeeee 20,867 
SS oe 4,517 
rev aaiss < ov eaiecis Fa tasie rs csiecvwenaeke sen 32,272 
I ante 8 br.d «AERP sale pedis ba paee aes meena 495,631 } 


The receipts the previous year were 331,936 bales; in 
1877-78, 246,674; 1876 -77, 219,010; 1875-76,245,209; 1874- 
75, 183,966; 1873-74, 108,741; 1872-73, 59,709 bales. 

In addition to the cotton delivered in St. Louis, the Iron 
Mountain road carried 74,372 bales to Cairo, and 1,424 to 
Belmont, making 492,122 bales in all. 


Chicago Shipments Eastward. 





The anthracite tonnage of the Belvidere Division Pennsyl- | 


vania Railroad, for the eight months ending Aug. 28, was as 


follovvs : 





1880. 1879. Inc. or Dec. P.c. 

Coal Port for shipment..... 25,334 8,370 I. 16,964 20.7 

South Amboy for shipment. 283,341 297,772 D. 14,391 4.8 
Local distribution on N. J. 

lines yove ewe segaclee teen 304,398 203,764 I. 100,634 49.4 
Co.’s use on New Jersey 

ry ieee. 66,974 58,344 I. 8,630 148 

Total. . ............... .. 680,047 568,210 I, 111,837 19.7 


Of the total this year 526,885 tons were from the Lehigh, 
and 153,162 tons from the Wyoming Region. 
Actual tonnage of anthracite passing over the Pennsyl- 
vania & New York road for the nine months of its fiscal year 


from Dec. 1 to Aug. 28 was: 1880, 458,332 ; 1879, 626,107 ; 
decrease, 167,775 tons, or pred rod cent. 


The current month will probably show a considerable in- 


During the week ending Sept. 4 through shipments east- 
| ward by the six lines in the pool were 838,287 tons, against 
| 32,850 the previous week. Of this 20.8 per cent. went by 
| the Michigan Central, 39.9 by the Lake Shore, 12.4 by the 
| Fort Wayne, 10.7 by the Pan-handle, 6.6 by the Baltimore 
| & Ohio, and 9.5 by the Chicago & Grand Trunk, 

z= 2 - 
| THE SCRAP HEAP. 


Railroad Equipment. Notes. 
The Jackson & Sharp Co., at Wilmington, Del., are to 
; build four first-class passenger cars for the Nashville, Chat- 
| tanooga & St. Louis. 
The Nashville, Chattanooga & St. Louis shops at Nash- 
| ville, Tenn., are building 70 box cars for the road. 
| The Ohio Falls Car Works, at Jeffersonville, Ind. 
| order for 100 box and 100 flat cars for the Nashvi 
tanooga & St. Louis road. 


have an 
lle, Chat- 
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Buffalo receipts and shipments for the week ending Sept. 1 | crease in the production of anthracite, as nearly all the! The Gilbert & Bush Co., at Troy, N. Y., is building 16 


sleeping cars for the Wagner Sleeping Car Co. The first of 
the lot lately reached Chicago over the Michigan Central. 

Record, Boyer & Wier, at Moncton, N. B., are building 
120 freight cars for the Intercolonial road. 

The Memphis & Charleston shops in Memphis, Tenn., are 
building 50 cars for the road. 

At the Philadelphia & Reading shops in Reading Pa., the 
men lately discharged are to be taken on again and the hours 
of working increased. 

The McDonald Iron Works in St. Louis are working on 
some jarge orders for car axles. 

The Rogers Locomotive Works, at Paterson, N. J., last 
week shipped some engines to the Columbus & Hocking Val- 
ley road. 

The Louisville Car-Wheel & Railway Supply Co. has taken 
a contract to turnish the Louisville & Nashville road with 
all the car-wheels needed next year. 

The Danforth Locomotive Works, at Paterson, N. J., last 
week shipped some engines to the Green Bay & Minnesota 
road, 

The Harlan & Hollingsworth Co., in Wilmington, Del., is 
adding to its works a new machine shop 126 by 72 ft. An- 
other large new building is to be put up, of which the first 
floor will be used as a millwright shop and the upper story 
for drying lumber. 

The Grant Locomotive Works, in Paterson, N. J., have 
shipped several engines to the Chicago, Milwaukee & St. 
Paul road. 


fron and Manufacturing Notes. 

The East Tennessee, Virginia & Georgia Company has 
contracted for 18,000 tons of steel rails for its own and con- 
trolled lines. They are for fall and spring delivery; the 
Edgar Thomson Steel Works will furmsh part, the Penn- 
svivania Steel Works part, and about one-fourth will be 
English rails. 

Mr. John Lewis, of Pittsburgh, has just finished a steam 
shear weighing 40,000 Ibs. for the Altoona shops of the 
Pennsylvania Railroad. It will be used for cutting up old 
steel rails. 

The Edgar Thomson Steel Works are making about 9,000 
tons of steel rails a month. 

Benwood Furnace, at Martin’s Ferrv, O., is being repaired 
and will go into blast next month. 

At Sbarpsville, Mercer County, Pa., stack No. 1 of the 
Mabel Furnace of Perkins & Co. was recently blown out for 
repairs. Stack No. 2 is nearly ready to go into blast. Price, 
Kelly & Co. at the Douglas Furnace, the Mt. Hickory Iron 
Co. at the Mt. Hickory Furnace, and the Spearman lron Co. at 
Spearman Furnace, have, each, one stack in blast and one 
refitting. Old Sharpsville Furnace and Allen Furnace are 
idle. 

The Cleveland Rolling Mill Co. has lately delivered a lot of 
steel rails to the Marietta & Cincinnati. 

A short time ago the foundry of the Thomas Iron Works 
cast two base-plates for the draft stack of the stoves at the 
Keystone Furnace, Chain Dam, which together weighed 
13,000 Ibs. Each had eight corners, and the distance across 
the casting was 13 ft. This was the largest piece of work 
ever turned out there, and was a complete success. Among 
other work being done for the same furnace at this fouudry 
are a number of beams and gratings, also six 38-in. nozzles 
for the above-mentioned stoves, each one of which weighs 
2,500 Ibs. Mr. John Reese has the contract for finishing the 
machine work on the latter. For the past two weeks the 
foundry has been running night and day.—Catasauqua (Pa.) 
Dispatch. 

Bridge Notes. 

The Philadelphia Bridge Works of Cofrode & Saylor have 
lately shipped some iron bridge work to Japan. They have 
a number of contracts on hand, including wu double-track 
bridge 600 ft. long for the Central Railroad of New Jersey, 
near Mauch Chunk. 

The Louisville Bridge Co. has the contract for a nuvher of 
combination and iron bridges for the Selma, Rome & Dalton 
road, 

Prices of Rails. 

Steel rails are a little variable, and it is said that some 
sales have been made as low as $58 per ton at mill, while 
$65 is reported paid for early delivery. New York quota- 
tions are $60 to $63 per ton. 

[ron rails are quiet, with iittle new busin »ss of importance, 
Quotations are $46 to $47 per ton at mill for 56-.bs, section, 
and $48 to $50 for light rails. 

Old iron rails are more active and sales of some large lots 
are reported. Philadelphia prices vary from $27 to $29.75 

ver ton, according to quality. In New York a good deal of 
esinows is reported at from $27 to $29 per ton. 
They Had to Stop. 


On the train coming east over the Detroit, Lansing & 
Northern road the other night were two well-known poli- 
ticians of this state, one a resident of Detroit and the other 
of Grand Rapids. The seat behind them was occupied by 
an old lady with an eye like a hawk and a nose as sharp as 
a pointed stick, and she had her grandson in charge, a boy 
about two years old. The boy had fretted and worried for 
miles, and was feeling sleepy when the politicians dropped 
into the seat and began mildly discussing the situation. The 
old lady kept an eye on them and — the boy, and his 
eyes had just closed in sleap when they began to warm. 

‘* Hancock !” exclaimed one, ‘why, he’ll be so badly 
beaten out of sight that you’ll never hear his name called 
again.” 

‘*Nonsense !” retorted the other, ‘‘he’ll not only be 
squarely elected, but you can’t lie him out of his office as you 
did Tilden.” 

At this moment the old lady gave each a dig with her fist 
and hoarsely whispered: 


‘“*T want you both to shut up !” 
‘*Hey? What’s the matter?’ they queried in astonish- 
ment. 


‘* Matter enough. This young ‘un squalied, and kicked, 
and bit, and howled for mure than 50 miles before I could 
get him quieted down, and now I won’t have no jawing 
around here to wake him up !” ’ 

‘* But, madam, I must convince this Democrat that he is 
bound for the lunatic asylum.” e 

‘* And I must show this Republican that his arguments are 
but wind and conceit.” 

* And I say I won’t have it !” she exclaimed, as she shook 
her fist betweed their noses. ‘ I don’t care nothing about 
Democrats or Republicans, or Unions, or Presidents, or Re- 
publics, or anybody else. [ve got this young ’un asleep 
after two hours hard work, and the villain who wakes him 
up has got to look out for me and a tough old umbrella all 
the rest of the way to Detroit,and my son-in-law will lick 
him the minit the tram gets in! Now jaw away if you 
dare !” 

The best they could do under the circumstances was to go 
forward into the smoking car, leaving the old lady rocking 
to and fro and singing softly to herself. —Detroit Free Press. 


She Wanted a Pass. 
A day or two ago, while Superintendent Davidson was in 





his office busy in the performance of his duties, a girl well 
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up in the teens boldly stalked into the offige and demanded 
a pass, The demand was made in a tone of voice that did 
not admit the possibility of refusal. ‘* What?’ said David- 
son. “A pass,” she replied. ‘*On what grounds do you 
found your claim ?” suavely asked the superintendent, ‘On 
what ground ?” she queried. ‘ Yes ; on what ground,” was 
the answer. ‘‘On the ground that I went over your road 
three months ago, and—” ‘‘A good many went over the 
road three months ago, and a good many are going over it 
now, but they have to pay,” interrupted the good-na 
railroad official. ‘‘Hear my story, won’t you ?” answered 
the girl, snappishly. ‘‘Oh, certainly ; go ahead.” ‘I went 
over this road three months ago, and I paid $3, and it was too 
much. The company cheated me, and [ want to get a pass to 
New Haven.” ‘' But,” expostulated the Superintendent, * I 
can’t give you a pass.” ‘* Well, then, how am I going to get 
to New Haven.” ‘I don’t know, lamsure.” ‘If you don’t 
give me a passI will make trouble.” ‘There, that’ll do. 

ou can go now,” said Davidson. ‘Can I?” (sarcastically) 
‘“* But I won’t, though, until you give mea pass;” and she 
stamped her foot savagely. ‘‘ I'll hand you over to the po- 
lice, if you don’t.” ‘ You will, will you? And I’ll have 
this railroad arrested.” ‘Go ahead, and get right out of 
this office,” and the Superintendent arose from his chair, and 
the persistent young woman, foiled in her attempt to dead 
beat a passage over the road, scented danger and Sia through 
the open door, breathing threats against the official in par- 
ticular and the company in general. As she landed on the 
sidewalk she turned and shook her fist at the building, re- 
marking, ‘I’ll go and get policeman Cowles and have this 
railroad arrested.” The warrant hasn’t yet been served, 
though ‘‘ Sid.” ison Asylum street ready to spot anything 
crooked.—Hartford (Conn.) Times, 


Boston Suburban Trains. 


The Boston Herald of Aug. 12 contains an article regard 
ing the result of the U. S. census just taken, and in that con- 
nection names 21 cities or towns within a circle of 12 miles 
from Boston (yet beyond a 6-mile Sige which in 1870 had 
a population of 113,186, and in 1880, 1 5,545, and then goes 
on to say : 

“The entire population within the 12-mile circle foots up 
675,329. By the end of the present century, 20 years hence, 
it seems likely that it will contain a round million of inhab- 
itants. The present tendency of population is more toward 
spreading out into the suburban territory, where there is free 
air and more elbow room, and the movement is given a 
strong impetus by the improved facilities for rapid transit 
now afforded. Much remains to be done in this direction, 
and the railroad companies have golden opportunities for an 
enormously increased suburban traffic, if they could but see 
it. A comparison between the facilities afforded now and in 
1860 by the various railroads out of Boston—the number of 
trains run and the character of stations and rolling stock— 
would be surprising as well as instructive. It would not be 
astonishing if when the year 1900 comes around—and it is 
not so very far ahead—trains were running at least every 15 
minutes to every part of this territory through the day, and 
hourly after midnight.” 

Thanks to the fact that the Pathfinder has been in exist- 
ence and published monthly continuously since July, 1849. 
and that we have in our possession the bound volumes cov- 
ering the entire period, we are enab‘ed tc furnish the statis- 
tics for comparison, so far as regards the number of daily 
trains, in 1860 and 1880 to the principal points between the 
6 and 12 miles circie, and in doing so we will take the month 
of July in each of those years : 















1860. 
Town or city. Railroad, — 
Population, | Daily trains. 
Eins s on9oeren ence |Eastern............| 19,083 10 
ee om ea eee + 
ep - Boston & Albany .| 8,375 12 
ge A) ae ee © RS eer §4 
Waltham... ...... Fitchbury.......... 6,397 6 
ER ekspsavenn Boston & Lowell...| 6,287 6 
Sena s29s 2end Old Colony........ 77 9 
Hyde Park........ Boston & Vrov..... 7 
w “ ie Xe 8 BE + 
6, i500 Boston & Prov..... 9 
Wakefield..... .. Boston & Maine... 10 
Needham.......... a Wold Wie. Wetcesu 4 
Stoneham.......... Boston & Maine.... 6 
- .+++ee++++| Boston & Lowell...|. § 
Melrose.... ......... Boston & Maine.... 10 
Winchester ....... Boston & Lowell, . 9 
Braintree..........'Old Colony.... ... 9 
Sees “ TG, aloes 4 
ee Boston & Maine 10 
SO, ee 4 
Swampscoit....... » oe ve 10 
Lexington........./Fitchburg......... 4 
* aa . Boston & Lowell,. +§ 
J. Oo er ee ete 





+ Not in operation in 1860, 
§ Branch road not run by this company in 1860, 


~~ 1880, 



























| 
Town or city, | Railroad. 
Population, | Daily trains. 
TIE vind 05.5 vans ver cys on 534: seen 42 
wi OT Pere HOG OF fee Ae) ee tre 19 
POI 5 ots5 toe it Boston & Albany 19 
©: ‘Coon, DIGRR. Ve HB aks s veel visnaes's 504 12 
Waltham ......... Fitchburg.... ..... j 20 
Woburn............;Boston & Lowell .. 17 
Quiney.... ......../Old Colony........ 20 
Hyde Park........ |Boston & i rov ....| 14 
- an AN, Ye BN. Borccc. 16 
Dedham.... Boston & Prov....| 20 
Wakefield. |Boston & Maine. 20 
Needham. ie RL ae 12 
Stoneham. .|Boston & Maine.... 19 
= 5 .|Boston & Lowell...|..... 12 
Me'rose.... |Boston & Maine.... 2 20 
Winchester. |Boston & Lowell... 3,855 | 23 
Braintree... Old Colony....... 3,834 23 
Milton....... oP hon ie dig. 3,191 | 13 
Reading .|Boston & Maine... 3,184 | 19 
EIR ee 6,624 | 3 
Swampscott....... pull ee 608 20 
Lexington........ Fitchburg....... BA * berdecdeeees+os 
F OP etbntes |Boston & Lowell..|.............. | 10 
Wives chneos ub bene thene sono rie 150,628 403 
The above figures show that the increase in popuioties 
during the 20 years has been 76 per cent., while that of the 


number of daily trains has been 182 per cent.; evidence 

that the management of the railways have fully kept pace 

ae we requirements of the time.—Pathfinder Tailroad 
iuide. ; 

The increase in the towns mentioned above has probably 
been almost entirely in the suburan residents, whose busi- 
ness is in Boston, and it is very likely to be the case that the 
number of regular travelers has increased in greater ratio 
than the number of trains. 

Westinghouse Train Signals on The Pennsylvania 

Railroad. 


The Pennsylvania Railroad Company is experimenting 


with the Westinghouse method of communication between 
the conductor and engineer by means of compressed air. A 
train has been fitted up for this pur , and is running on 
the Harrisburg accommodation line betwen Altoona and 
Harrisburg on the Middle Division. 

Testing the Plattsmouth Bridge. 

A dispatch dated Aug. 30 says: ‘‘ The formal test of the 
new railroad bridge joining the Chicago, Burlington & 
_— and Burlington & Missouri River in Nebraska, at 

lattsmvuuth, eighteen miles below Omaha, took place this 
morning, and was witnessed by a large crowd. The farmers 
turned out with teams and families, and over 2,000 people 
were present. At 9 o’clock a special train containing promi- 
nent officials of the Chicago, Burlington & Quincy from 
Chicago arrived at Pacific Junction, and shortly afterward 
crossed over the bridge to the Nebraska side. It was fol- 
lowed by a Burlington & Missouri special, with Burlington 
& Missouri officials from Omaha, which crossed the bridge 
early this morning, and the Nebraska officers of the Bur- 
lington road. As the trains finished crossing eight 
heavy engines of the Chicago, Dartington & Quincy 
approached the eastern span of the bridge, and, cross- 
ing slowly to the east span in sections of four, waited 
for the word to couple. At a given signal eight engines 
joined themselves on the 400-ft. eastern span, making a test 
weight of 440 tons distributed over 320 ft. of span. The 
result was a magnificent proof of the solidity of the structure. 


1 The engineers then measured the deflection, and a photo- 


graph was taken of the bridge at the moment the test was 
made. The engines then moved to the second span, where 
the trial proved equally satisfactory, and the bridge across 
the Missouri River at Plattsmouth was declared open. The 
test was more satisfactory than was anticipated. The 
deflection from level when the immense weight of 440 tons 
was placed upon the span was only three inches, and when 
the engines were removed the bridge resumed its original 
position.” 

The bridge consists of an iron viaduct 1,440 ft. long, in 48 
spans of 30 ft. each, on the east end ; then three deck-spans 
of 200 ft. each ; then twothrough spans of 400 ft. each, and 
finally 120 ft. of iron viaduct on the west end. The ma- 
sonry piers are carried up about 60 ft. above low water and 
are founded on bed-rock, at depths ranging from 80 to 55 fb. 
below low water. 

Mr. George 8. Morison has been in charge of the construc- 
tion of the bridge as Chief Engineer, The two 400-ft. spans 
were built by the Keystone Bridge Co., of Pittsburgh ; the 
200-ft. spans and the iron viaduct by Kellogg & Maurice, of 
Athens, Pa,; the masonry by Reynolds, Saulspaugh & Co., 
of Rock Island, Ill., Jenkinson & Drexel, of Omaha, Neb., 
and J. C. Goodridge, Jr., of New-York. 





OLD AND NEW ROADS. 

Atchison, Topeka & Santa Fe.—Track on this road 
is now laid 10 miles south of the late terminus at Socorro, 
N. M., and 85 miles from Albuquerque. 

The road in New Mexico has lately suffered very much 
from wash-outs, which have impeded travel for as much as 
a week ata time. The breaks have been bad north of Las 
Vegas, and also between that place and Albuquerque, espe- 
cially along the Galisteo, 


Bangor & Piscataquis.—The Penobscot & Lake Me- 
gantic reg ony 4 has refused to accept the conditions 
attached by the Bangor (Me.) City Council to its offer to sel) 
this road. Negotiations for the sale are therefore at an end. 

Mr. T. N. Egery, of Bangor, has offered to buy the road 
on the conditions made by the city, provided the Council 
will extend the time 20 days, to give him an opportunity to 
organize a company. 


Boston, Concord & Montreal.—The Connecticut Lake 
Lumber Company bas offered to take $200,000 stock of this 
company, and to guarantee a certain amount of freight 
traffic, provided the road is extended from Groveton Junc- 
tion, N. H., through Stratford and Colebrook to Connecticut 
Lake, about 40 miles. The’ country on the line is heavily 
wooded and very thinly inhabited. 

In the matter of the appeal of this company from the 
assessment of its property made by the New Hampshire 
Board of Equalization, the Supreme Court has ordered a re- 
committal of the case to the d, for the finding of other 
requisite facts. 

Bristol Coal & Iron Railroad.—A contract has been 


a for the construction of this road from the Atlantic, 


ississippi & Ohio at Bristol, Va., to Big Stone Gap, a dis- 
tance of 61 miles. The Bristol Company is to furnish the 


right of way for the entire line and the grading from Bristol 
to Speer’s Ferry on Clinch River, 40 miles. The contractors, 
a Pittsburgh company, will finish the grading, put up the 
bridges and lay the rails, and will also furnish equipment, 
agreeing to have the road in operation in the fall of 1881. 

e contractors own coal and iron ore property at Big Stone 
Gap, and at some other points on the line. 


Burlington, Cedar Rapids & Northern,—On the ex- 
tension of the Pacific Division, track has been laid from Ho}- 
land, Ia., northwest 12 miles. The entire length of the ex- 
tension from Holland to Clarion will be 56 miles. The 
branch or extension of the Muscatine Division from Thorn- 
burg, Ia., to Montezuma, 18 miles, is nearly all graded, and 
track-laying will soon be begun. 


Canadian Pacific.—A dispatch from London, Sept. 8, 
says: “Sir John A. Macdonald and the other Canadian Gov- 
ernment Commissioners have been successful, the financial 
arrang2ments for the construction of the Canadian Pacific 
Railway having been concluded this afternoon, The con- 
tract is taken jointly by a banking firm in London, 
a French financial association, and a firm of finan- 
ciers in New York. The contracting parties will receive 
from the Canadian government a certain number of millions 
sterling in cash, or its equivalent, to be provided by an issue 
of Canadian government bonds, not backed, however, by the 
Imperial guarantee, and a certain number of millions of 
acres of land. In consideration of these grants, the contract- 
ing parties undertake to form a company, to be called the 
Canadian Pacific Railway Company, which shall construct 
and work the line in perpetuity. The government further. 
more gives to the contracting parties, in addition to the sur- 
veys already wade, the whole of the line thus far built. The 
cost of these items is put at between five and six millions 
sterling.” 


says: ‘The contract for building the Cape Cod Ship 
Canal has heen given to Adam Driesbach and John Cameron 
of New Jersey, and these men, accompanied by George H. 
Titcomb, started Wednesday evening for the scene of 
operations. 

“The proposed route of the canal has already been 
surveyed and fixed by the Engineer-in-Chief, George H. 
Titcomb, and under a charter granted by the Legislature, 
which has not yet expired, the new company has secured a 
strip of land 1,000 feet in width along the whole distance 
through which the canal is to run. 





“The starting point of the canal will be near the little 


Cape Cod Canal.—The Boston Traveller of Sept. 3} 


village of Sandwich. and in the coming week 500 men will 
be forwarded to that point, aud the work of excavating wiil 
be begun. Before the end of the month it is expected that 
2,000 men in addition will be put to work. The canal will be 
7% miles long.” 


Chicago, Burlington & Quincy.—Track is reported 
laid on an extension of the Mt. Ayr Branch from Read- 
ing, Ia., southwest 13 miles to Grant City, just over the line 
in Missouri, making this branch 97 miles long from the main 
line at Chariton. 

Track is also reported laid on the wor A 
Davis City, Ia., on the Mt. Ayr Branch 45 mile 
ton, southward 22 miles to Harrison, Mo. The grading is 
nearly finished to Bethany, 10 miles further. It is said that 
from Bethany this branch is to be built west 18 miles to 
Albany, connecting there with the St. Joseph & Des Moines 
road, now owned by this company. This would make a line 
to St. Joseph 145 miles long from Chariton, 275 miles from 
Burlington, or 482 miles from Chicago. 


Chicago, Burlington & Quincy and the Hannibal 
& St. Joseph.—The negotiations between these companies 
have been closed by an agreement which, it is reported, 
provides for an equal division of business at St. Joseph and 
Atchison, the Hannibal & St. Joseph to have all the Kansas 


Branch from 
s from Chari- 


City business of the two roads, and the Chicago, Burlington 
& Quincy to have all the Chicago business to and from the 


Hannibal & St. Joseph. The contract is to continue for two 
years ; after that time it may be dissolved by either party, 
but 18 months’ notice must be given. 


Chicago, Pekin & Southwestern.—Receiver Reed 
reports to the Court as follows for July: 


Ce OR OE Es 3 oo ida kd oibneiadneanaiensosenenean $13,573.73 
Receipts for WMI so ccascececcedcroecgnccvce¥i\sse MaROORIEE 

SD Ue Vist aii VINE eens edn Ket $50,734.87 
TON a 5 is oi 5 STs bas 0 visin n dis an 0 debesreeoosns 41,738.20 


SR, ET. can kctesh cdtntenabiaenhssiond anita $8,096 .67 

The disbursements exceeded the receipts by $4,577.06 for 

the month. Of the disbursements $5,949 were for new 
freight cars. 


Chicago, Rock Island & Pacific.—This company has 
completed and opened for business its Griswold Branch, 
from Atlantic, Ia., south by west to Griswold, 14 miles, 


Chicago, St. Paul, Minneapolis & Omaha.—This 
company’s Sioux City & Nebraska line between Covington, 
Neb., and Ponca was opened for business Sept. 1. ris is 
the former Covington, Columbus & Black Hills road, which 
this company has almost entirely rebuilt, and has changed 
from 8 ft. 6 in, to standard gauge. 


Chicago & South Atlantic,—In Indianapolis last week 
a receiver was appointed for the property of this company 
on application of a judgment creditor, It was or anized 
several years ago to build a railroad from Chicago to Indian- 
apolis and thence to Charleston or Savannah. The company 
has some right of way and some graded road-bed, but no 
finished track. 


Chicago & Tomah.—Articles of consolidation of the 
Chicago & Tomah and the Galena & Wisconsin companies 
have been filed in Wisconsin. The name of the new com- 
pany is the Chicago & Tomah, and it is now a Chicago & 
Northwestern proprietary road. 


Chicago & Western Indiana,—The Ulinois Supreme 
Court has reversed the decision of the lower courts in the case 
of Dunbar against this company. The Court dismisses the 
case, The company, it is understood, will at once proceed 
with the extension of the road to Van Buren street in Chi- 
cago, accepting this decision as a final settlement of the 
case, 

Cincinnati, LaFayette & Chicago.—From Sept, 1,this 
road is worked by the Cincinnati, Indianapolis, St. Louis & 
Chicago Company, which has controlled it for some time, 
The road extends from Templeton, Ind., to Kankakee, UL, 
56 miles, and has the right to use the Lake Erie & Western 
track for 19 miles from Templeton to LaFayette. 


Denver & Rio Grande.—The transportation of coal 
and coke from the El Moro mines must now be a source of 
large income to thiscompany. The daily production of coal 
at these mines is between 300 and 400 tons, a large part of 
which is converted into coke, for which purpose about 200 
coke ovens are in operation, The coke is said to be of good 
quality, and the demand for it at the smelting works of 
Colorado is large. Until recently they got their whole sup- 
ply from Pittsburgh at an enormous expense for transporta- 
tion. The coke sells at El Moro for $7 aton. The El Moro 
mines are beginning to have some competition from the 
Trinidad mines near by, on the Atchison, Topeka & Santa 
Fe, which are not yet so fully developed; but little, if any, of 
the Trinidad product goes to Colorado points off the tine of 
the latter A 


Denver, South Park & Pacific.—The Gunnison Ex- 
tension of this road is now completed and trains are run- 
ning to Heywood Springs, Col,, seven miles westward from 
the late terminus at{Hortense, and 13 miles from the crossing 
of the Leadville line at Buena Vista. The new terminus is 
148 miles from Denver. 

At the June meeting of the board of directors of this com- 
pany, the following resolutions were unanimonsly adopted, 

“Whereas, In the past it has been deemed expedient for 
the best interests of this company that the men employed by 
the company should be required to sign a contract wherein 
they agree not to become members of, or toin any way act 
in concert with any brotherhood of engineers, fhre:nen, con- 
ductors or trade-unions of any kind, during the term of 
their service with the Denver, South Park & Pacific Railroad 
Company; and 

“ Whereas, It is the opinion of this board of trustees that 
the attractive feature of all said brotherhoods, s»cret lator 
societies, and trade-unions lies in the insurance features of 
such societies, whereby their members receive a stipend dur- 
ing sickness or disability and their beirsa certain sum of 
money in case of death; and 

** Whereas, We deem it desirable that the service of the 
Denver, South Park & Pacific Railroad should be quite as 
attractive to said employés as membership in any of said 
secret societies ; therefore be it 

‘* Resolved, That whenever the conductor, brakeman, 
engineer, fireman, yardmaster or switchman becomes sick 
or disabled by accident while in the discharge of his duty as 
such, in the employment of this company, medical or surgi- 
cal aid shall be furnished at the company’s expense, one-half 
pay shall be allowed during the continuance of such dis- 
ability, and in the case of death the company will pay all 
necessary expenses of decent burial and funeral expenses, 
and will pay to the widow or other legal representatives of 
the deceased the sum of $1,000 ; provided said employé or 
his legal representative shall sign a release, whereby the 
company shall be released fro: all legal responsibility from 
said sickness, accident or death ; and further provided, that 
the employment or the continuance of said employés in the 
service of this company shall be subject to the rules and 





regulations adopted by the General Superintendent, who will 
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make employment or the continuance thereof depend upon : 
First, the company’s necessities ; second, meritorious ser- 
vices rendered by the employé, of which said Superinten- 
dent shall be the sole judge.” ; 


Des Moines & Minneapolis.—A dispatch from Des 
Moines, Ia., Sept. 3, says: “Three actions were begun in 
the United States Circuit Court here to-day by the Des 
Moines & Minneapolis Railroad Company against the 
Chicago & Northwestern. The first case, which includes 
Albert Keep and Marvin Hughitt, is to procure the cancel- 
lation of $160,000 of preferred stock now held by the Chi- 
cago & Northwestern, alleged to have been vo to itself 
fraudulently by its own officers, who had_ insinuated 
themselves into the board of directors of the plaintiff 
in order to absorb its property. The second svit 
is to recover $12,500 rent for which the Treasurer presented 
a demand which was refused, and the draft was protested. 
The third suit'is to procure cancellation of deed to 2,262 
acres of Polk County swemp lands of great value, which, it 
is alle~ed, John B. Alley took when an officer of the com- 
pany and for which he paid nothing.” 

Later reports say that the suits are really aimed against 
Mr. Jobn B. Alley, with whom some of his former associates 
in railroad businesss have quarreled, 


Galveston, Houston & Henderson.—It is stated that 
Mr. N. A. Cowdrey, of New York, is preparing to take the 
necessary legal steps to secure possession of this road as trus- 
tee under the mortgage. This is in consequence of the re- 
cent default in interest, 


Grand Trunk.—Noiice is given that this company will 
redeem in cash, at 1 per cent. premium, at its London office, 
the outstanding International Bridge bonds, Montreal & 
Lake Champlain bonds, first equipment mortgage bonds and 
Atlantic & St. Lawrence second and third mortgage bonds. 
These bonds become due at various dates this and next 
year, and are replaced by the issue of 5 per cent. perpetual 
debenture stock lately placed in London. 


Houston & Texas Central.—Track is laid on the Western 
Extension of this road, known as the Texas Central road, to 
Hico, Texas, 80 miles west by north from Waco, and 70 
miles fro.» Ross, the end of the old Waco branch, and the 
beginning of the road built by the Texas Central Company. 
Work is progressing steadily toward the proposed terminus 
in Eastland County, 60 miles west by north from Hico, Reg- 
ular trains on this branch now run to Morgan, 55 miles from 
Waco, and 241 from Houston, They will run through to 
the new termivus shortly. 


Hull & Nontasket Beach,—This company has been or- 
anized to build a railroad about three miles long, from 
Windmill Poiut to Strawberry Hill on Nantasket Beach, 
near Boston. 


International & Great Northern,.—On the extension 
of this reed from Austin, Tex., to San Antonio the grading is 
now well advanced, andtrack is laid from Austin southwest to 
Onion Creel, 15 miles. 1t is expected to reach San Marcos, 
15 miles further, in about 10 days, 


Louisville & Nashville.—The following circular is 
dated Sept. 4: * On the first day of October next, the Pen- 
sacola Railroad, Pensacola & Selma Railroad, and Selma 
Division, Western Railroad of Alabama, will be completely 
teken into our system, and the jurisdiction of the general 
officers of this company will be extended over these lines.” 

The Pensacola Railroad is in operation trom the junction 
with the Mobile & Montgomery, near Pollard, Ala., to 
Pensacola, Fla., 45 miles, The Pensacola & Selma (formerly 
the Selma & Gulf) is in operation from Selma, Ala., to Pine 
Apple, 40 miles, and under construction from that place to 
a junction with the Pensacola road, about 60 miles. These 
two roads the Louisville & Nashville bought several months 
ago from Mr. D. F. Sullivan, of Pensacola, who owned both 
as purchaser at foreclosure sales. The Selma Division is 
the 50 miles of the Western Railroad of Alabama, from 
Montgomery to Selma, which this company lately leased 
with privilege of purchase, from the Central, of Georgia, 
and the Georgia companies, joint owners of the Western 
road, These additions will increase the system directly 
worked by 185 miles now in operation, and 60 miles soon to 
be finished. 

The New York Evening Post of Sept. 8 says: 
“We learn this afternoon that the Loui:ville & Nash- 
ville Railroad Company has os per a nego- 
tiation of $5,000,000 general mortgage 50-year, 6 per cent, 
bonds with Messrs. Diexel, Morgan & Co, and Messrs. August 
Belmont & Co., representing a syndicate comprising among 
others Mossrs. Drexel & Co., of Philadelphia ; John J. Cisco 
& Son, BE. D. Morgan & Co., Clarke, Dodge & Co. This sale 
of bonds enables the Louisville & Nashville Company to fund 
its floating debt and supplies it with the means to purchase 
an additional equipment, which its largely increased business 
needs. We understand tbat the bonds will soon be offered 
to the public by Messrs. August Belmont & Co, and Drexel, 
Morgan & Co.” 


Memphis, Kansas & Colorado.—Work has been be- 
un on the extension of this road from Parsons, Kan., west 
xy south to Cherryvale on the Kansas City, Lawrence & 
Southern road, about 20 miles. A third rail for standard 

gauge is to be laid over the whole road, which is now of 3 
feet gauge. The road is owned by the Kansas City, Ft. Scott 
& Gulf Company. 

Missouri, lowa & Nebraska.—In order to continue 
work on the western extension of this road and avoid the in- 
junctions lately granted, a company has been organized un- 
der the name of Iowa, Nebraska & Missouri to build from 
the present terminus westward to the crossing of the Wabash, 
St. Louis & Pacitic’s Omaha line, and thence to the Missouri 
River. As noted elsewhere, a company has been organized 
in the Chicago, Burlington & Quincy interest to build on 
very nearly the same line. 


Nashua & Lowell.—In the suit brought in the United 
States Cireuit Court in New Hampshire by the Ogdensburg 
& Lake Champlain Company to enforce certain agreements, 
this company’s answer has been filed. It sets up that there 
are other parties defendant to the bill, who are joiutly inter- 
ested therein with the Nashua & Lowell Railroad, namely, 
the Northern Railroad (N. H.), the Boston & Lowell Rail- 
road, and the present and former trustees and managers of 
the Vermont Central and Vermont & Canada railreads. 

The Nashua & Lowell admits the execution of the con- 
tract set forth in the bill in equity of the Ogdensburg & 
Lake Champlain Railroad, but denies that J. G. Abbott and 
the late Francis B. Crowninshield were a legal com- 
mittee of or lawfully authorized by the Nashua & 
Lowell Railroad for the p of entering into 
or executing such contract. t asserts that Messrs. 
Stark and Abbott were not directors of the Nasbua 
& Lowell, or qualified to represent its directors as a 
committee of that corporation. The bill also maintains 
that the contract was of a nature and character wholly for- 
eign to the objects and purposes for which the Nashua & 
Lowell Railroad was chartered, and it was not competent to 
enter into such a contract, and that it is not binding in law, 
even if properly entered into, and thatthe Nashua & Lowell 
Railroad is pot liable as a party to such contract. 


earnings for August and the eleven months of the fiscal year 
ending with that month is as follows : 


August: 1880, 1879. Increase. P. c. 
Passengers. . $684,917.42 $611,432.81 $73,484.61 12.0 
Freight.. .... 1,953, 160.38 1,610,524,32 342,636.06 21.3 
Miscellaneous 384,776.74 324,071.69 60,705.05 18.7 

Total .... $3,022,854.54 $2,546,028,82 $476,825.72 18.7 

Eleven monthe ; 

Passengers... $5,859,940.51 $5,313,032.17 $526,908, 34 BS) 
Freight....... 20,428,876.02 16,459,466.66 3,969,409.36 24.1 
Miscellaneous 3,906,469.82 — 3,701,708.58 204,761.24 5.5 


Total, ....$30,175,286.35 $25,474,207.41 $4,701,078.94 18.5 

The increase in August is about at the average rate of the 
year, but not so large a percentage as in several other 
months, and especially in June and July. 


New York & New England.—tThe following statement 
for the ten months of the fiscal year from Oct. 1 to July 31 
is presented by the Auditor, Edgar L. Kinsley: 

Net earn. 


Earnings. Expenses. 


October, 1879 ..... $200,500.75 $140,372.48 $60,128.27 
November, * ........ 173,711.75 126,235.46 47,476.29 
December, : 178,879.71 124,929, 19 53,950.52 
January, 1880........ 164,231.58 124,079.34 40,152.24 
etisalat POP AF A 149,907.77 112,904.16 37,003.61 
March, . 183,845.43 114,362.81 69,482.62 
April, 7 179,688.73 120,665.73 59,023.00 
May, Te | sine 183,700, 22 146,446.54 $7,253.68 
June , 219,890.86 136,782.79 83,108,07 
July, ¥ 205,056.04 133,734.51 71,321.53 








Total, 10 months. $1,839,412.84 $1,280,513.01 $558,899.83 


These earnings for the 10 months are $6,689 gross, and 
$2,082 net, per mile. The expenses were 69.62 per cent. of 
gross earnings. 


New York Underground,—A report is published to the 
effect that what is known as the Vanterbvenh charter for an 
underground road under Broadway in New York has been 
taken up by some influential capitalists, who intend to begin 
work as soon as the necessary preliminaries can be arranged. 
Among the incorporators of the reorganized company are 
named Hugh J. Jewett, 8. L. M. Barlow, Gen. George B. 
McClellan, Samuel Campbell, George R. Blanchard, G. 8. 
Howard, George Ticknor Curtis, R. Sewell, Andrew Gilsey, 
E. A. Quintard, Douglas Campbell, J. T. Ruggles and James 
T. Pierce. 


Pennsylvania & New England.—Argument was to 
be heard Sept. 8 in the United States Court at Trenton, N. 
J., on an application for an injunction to restrain this com- 
pany, formerly the South Mountain & Boston, from record- 
ing a mortgage for $600,000 on the proposed road. The 
suit is brought by Wm. H. Riggs, of Ds ey who holds cer- 
tain bonds issued by the company under a mortgage for 
$125,000 made in 1878, but never properly recorded as re- 
quired by law. The bill asks that the mortgage of 1878 be 
established as a prior lien on whatever property the com- 
pany may now have or hereafter acquire. 


Philadelphia, Wilmington & Baltimore.—Surveys 
have been completed for the proposed branch from Elkton, 
Md., to Providence Mills, and it will probably be built. It 
will be seven miles long, and will reach several large paper 
mills, 


Pittsburgh & Lake Erie.—A charter has been se- 
cured for a marginal railroad in Pittsburgh, which is to be 
built in the interest of thiscompany. It is to run along the 
river front from the Sharpsburg bridge nearly to the Point 
bridge, and is to connect the road with a number of manu- 
facturing establishments. 


Pittsburgh & Mansfield.—This company is to be or- 
ganized at once to build a narrow-gauge railroad from 
Mansfield, Pa., to Temperanceville, there to connect with 
the street railroad running to Pittsburgh. The distance is 
about five miles, through a thickly settled country, which is 
underlaid by coal and other minerals, The capital is to be 
$50,000, and work will be begun as soon as a sufficient 
umount is subscribed to guarantee the completion of the 
road. 


Pittsburgh, Titusville & Buffalo.—lIt is reported that 
this company will build a line from Prospect, N. Y., to Buf- 
falo, It is said that a company has already been organized 
for that purpose, and that it will be known asthe Buffalo, 
Pittsburgh & Western. 


Port Huron & Northwestern.—Chief Engineer A. L. 
Reed writes us as follows under date of Sept. 2: 

*QOur company has just completed the main line from 
Mindeu, Mich., to Sand Beach, a distance of 1414 miles, since 
my last report, making a total of 70 miles of main line. 
Work on the Marlette Branch is progressing rapidly, the 32 
miles being nearly half graded. It is expected the entire 
work will be completed and in running order by Jan. 1, 1881. 
The company has just received a large addition to its rolling 
stock from the Ohio Falls Company, and one new locomo- 
tive from H. K. Porter & Co. The opening of the road to 
Sand Beach and the government harbor of refuge will give 
it a material increase of business.” 


Rochester & Lake Shore.—The Rochester (N. Y.) 
Democrat and Chronicle says; “ For some time past there 
has been a project on foot to build a new railway to the 
lake (Ontario). The plans are now completed, and a map of 
the proposed route may now be seen at 52 Reynolds Arcade. 
The projected road is to run on the west side of the river to 
Charlotte, and thence along the lake shore to Braddock’s 
Bay. The projectors propose to commence as near the cen- 
tre of the city as they can obtain permission, and run to the 
Driving Park, the road passing the park on the east side, 
cross the ridge road at grade, in the neighborhood of Heman 
Glass’s farm, to the Holy Sepulchre Cemetery, and from that 
puint to the beach, in rear of the Whitney property. The 
road will then extend to Round Pond, Long Pond and Brad- 
dock’s Bay, all favorite summer resorts and places that,could 
not fail to be benefited by such an enterprise. This road 
will open up many hew summer resorts along the lake shore, 
and be of great advantage to those already there. The esti- 
mated cost is $6,000 per mile. The length proposed is 
15 miles, and efforts will be made to build the road next 
spring.’ 

St. Paul, Minneapolis & Manitoba.—Track-laying has 
been begun on the Brown’s Valley Branch, and at latest ac- 
counts the rails were down from the starting point at Morris, 
Minn., on the Breckenridge Division, westward to Wheeler, 
seven miles. Trains are expected to run to Graceville in a 
few weeks. 

Surveys are nearly completed for anew short line between 
St. Paul and Minneapolis. The new road will, for some 
distance, be pretty close to the line of the Chicago, 
Milwaukee & St. Paul’s new short line. It will be about 
nine miles long, running in a pretty direct line, and will re- 
quire some heavy work, including a_ bridge across 
the Mississippi in Minneapolis which will have 13 spans 
of 150 rt. each. The grades will be better and the line more 
direct than the old one, and the new line will run direct to 
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the depot in Minneapolis. This will reqnire a second crus- 
sing of the river, as the main lineto St. Vincent is on the 
east side of the river. A new union depot is to be built at 
| the terminus of this road in Minneapolis. 

| Thiscompany and the Chicago, Milwaukee & St, Paul 
| have bought a large tract of land between the two roads and 
| equidistant from St. Paul and Minneapolis. On this tract 
extensive stock-yards will be placed. 


Sharpsville.—The work of laying track on the Gilkey 
} Run Branch has been completed. ‘This branch is 1.36 miles 
long and extends from a point on the main line of the 
| Sharpsville Railroad near Carbon Station, Pa., to Shaft No. 
| 1 of the Pierce Coal Company, which is sunk on the cele- 
| brated block coal of Mercer County. 


Southern Iowa & Nebraska.—This company has filed 
articles of incorporation in Iowa to build a railroad from 
Humeston in Wayne County westward to the Missouri River. 
The line is very nearly the same as that proposed for the 
extension of the Missouri, lowa & Nebraska road, and it is 
understood that the company is organized in the Chicago, 
Burlington & Quincy interest, and for the purpose of head- 
ing off the extension of the other road. 


Southern Pacific.—Track on this road is now laid to the 
New Mexico line, 39 miles eastward from the last point re- 
ported, 136 miles from Tucson, and 384 miles from Yuma, 
The end of the track is now 1,115 miles from San Francisco. 
The eT on of importance on the line will be Shakes- 

yeare, N. M., about 45 miles from the line, the centre of an 
important mining district. 

On Aug. 23, the tracklayers were through with the diffi- 
cult work through the Dragoon Mountains and began to do 
some very fast work. On the 24th there were 12,200 ft. of 
steel rails laid; on the 25th, 11,600; on the 26th, 12,800— 
2.43 miles, and the greatest distance ever laid in one day by 
the Southern Pacific—and on the 27th, 12,200 ft. 


Springfield, Effingham & Southeastern.—Work 1s 
now in progress on this road east of Effingham, Il. 





Superior & St. Croix.—This company has been lately 
reorganized and several directors chosen who are connected 
with the Northern Pacific. It is said that that company in- 
tends to build a part of the road next year. 


Texas & Pacific.—Track is now laid on the main line to 
a point 98 miles westward from Fort Worth, Texas, and 67 
miles beyond Weatherford. Work is being pushed forward 
steadily toward El Paso. 


Toledo, Delphos & Burlington.—A dispatch from 
Toledo, O., Sept. 8, says: ‘‘The Toledo, Delphos & Burling- 
ton Railroad Company have closed contracts for the exten- 
sion of their road 250 miles from Kokomo, Indiana, to St. 
Louis, making a trunk line from Toledo to St. Louis shorter 
than the Wabash. This road will soon be running through 
to Dayton, making in all 535 miles of the road terminating 
at Toledo. It is understood that a banking firm doing busi- 
ness in New, York and Boston are backing the enterprise.” 


Union Pacific.—In the suit of Henry Morgan to recover 
on certain coupons of Kansas Pacific bonds, the Union 
Pacific Company, as successor by consolidation to the Kan- 
sas Pacific, has filed an answer in the United States Circuit 
Court, The answer alleges that no net earnings applicable 
to the payment of owe under the terms of the mortgage 
accrued prior to Apnl 1, 1880, but that the company of- 
fered to pay the coupons then due, according to a plan set 
forth then; it asks that the bonds held by Mr. Morgan be 
adjudged to have been fraudulently issued, or, if the Court 
shall hold them valid, that Mr. Morgan be required to ac- 
= payment on the terms offered bY the company. 

‘he following is the Auditor’s statement for the month of 
June: 


Earnings. Expenses. Net earnings. 

Union Pacific Div. ......... $1,682,022 $417,220 $1,264,802 
Union branches.............. 319,780 181,456 138,324 
Kansas Pacific Div....... rem es 258,212 265,525 
Kansas branches............ 76,012 54,579 21,433 
Whole line.............. $2,601,551 $911,467 $1,690,084 


The expenses for the whole live were only 35.04 per cent. 
of the gross earnings for the month. 


Wabash, St. Louis & Pacific.—This company is said 
to be preparing actively to carry on the war with the Chi- 
cago, Surlasien & Quincy, which it has already begun. It 
is understood that the Missouri, lowa & Nebraska line is to 
be pushed, as noted elsewhere, completing a line from Coun- 
cil Bluffs to Keokuk, where it connects with this company’s 
Toledo, Peoria & Warsaw line. 

It is also stated that this company will enter into more ac- 
tive competition with the Hannibal & St. Joseph. This 
it will do by establishing lines from St. Joseph ond Kansas 
City to Hannibal, having leased the use of the Missouri, 
Kansas & Texas track from Moberley, Mo., to Hannibal. 
The distance by this route to Hannibal is 199 miles from 
Kansas City and 231 miles from St. Joseph, against 226 and 
206 miles by the Hannibal & St. loons. Other measures 
of retaliation are threatened—doubtless all like the above, 
dependent upon what the rival road may do or agree to do, 

This company is said to be making surveys for a line 
from Streator, Il., the northern end of its Chicago & Pa- 
ducah line, across to Richey on its Chicago Branch, a distance 
of 52 miles. The line will pass through the Braidwood coal 
fields; it will be nearly parallel to the Chicago, Pekin & 
Southwestern for a considerable distance. 


Western & Atlantic.—The Atlanta Constitution of 
Sept. 8says: *‘ The case of the state of Georgia versus the 
Western & Atlantic Railroad Company for taxes, came on 
to be heard and was determined yesterday, Judge Richard 
H. Clark presiding, Judge Hillyer being disqualified. The 
case was elaborately argued by General Toombs for the 
state, and by Julius L. Brown and Senator Hill for the com- 
pany. Judge Clark held that the company was only liable 
to be taxed one-half of 1 per cent. upon its net income, and 
that the affidavit of illegality filed by the company must be 
sustained, as the evidence showed that it had paid all re- 
quired of it.” 

Track has been laid on a branch line four miles long, from 
a point near Cartersville, Ga., to some iron ore beds in Bar- 
tow County. The company owning the ore beds has made 
arrangements to work them extensively. 


Western Union Telegraph.—The following statement 
is made for the quarter ending Sept. 20, September business 
estimated: 


Surplus, July 1........ . 


. $403,255.14 
Net earnings for the quarter 


. 1,104,041.63 


bn Eee Te Eee 
Interest and sinking funds...................$127,000 
COIN « 0'ni8 Menlo bees «0 00 9:4 plsh0 ss . 300,000 
Purchase of stock and patents.... .......... 30,000 


457,000.00 
bake Ses ROUTE AN, FA $1,050,296.77 
It was resolved to declare a quarterly dividend of 1% per 


cent., which will take $717,570, leaving a balance of $382,- 
726.77 to surplus account. 


Balance........ 














